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Sontributions. 
Journal Friction. 
New York, April 24, 1875. 
To THE EprtoR OF THE RAILROAD GAZETTE: 

Allow me to call your attention to a serious mistake or mis- 
understanding of the writer of “A Standard Car Axle” in your 
issue of April 17, in answering the objection of “increased 
friction” in the use of large journals. 

The amount of friction of a 38-inch journal is, under otherwise 
similar conditions, most decidedly the same as that of a 6-inch 
journal, but are we really to believe in all earnestness the latter 
to be overcome on the same sized car-wheel by the same trac- 
tive force as the former? What was meant by the opponents of 
a large journal, though perhaps not expressed in so many 
words, was the mechanical work or duty of friction expressed 
in foot-pounds, or also the friction of the journal as reduced to 
the circumference of the wheel, while your writer evidently re- 
fers to the friction as a resistive force of so many pounds on the 
circumference of the journal merely, and pays no attention what- 
ever to the leverage by the aid of which it has been balanced. 

If it was an intentional misapprehension of terms, then the 
argument was trifling with the question, to say the least. 

Orro Grou, P. O. Box, 3,986. 

We despair of ever being able to make this subject clear 
to some people, but will make another effort. What we 
said was, that ‘‘friction is, within ordinary limits, indepen¢- 
ent of the area of the rubbing surfaces in contact.” Thu , 
suppose we have a block of cast iron of, say, the form and 
size of an ordinary brick, and that the surfaces of this 
piece of iron are finished as nearly true as is possible by 
filing and scraping. Suppose then that we have a large 
surface plate, say five feet long, also finished perfectly 
true. Now if the block of cast iron is placed on this sur- 
face plate, it will slide as easily if it is laid flatwise as it 
will edgewise. This will be shown if the surface plate is 
inclined just so much that the block will start by its own 
weight and slide down. If this is done, it will be found 
that the same inclination is required, no matter which sur- 
face of the block is placed on the inclined plane, thus 
showing that the friction is the same in both cases, and 
therefore independent of the area of the surfaces in con- 
tact. 

The same thing will be true if we take a journal, say 
3} inches in diameter and 3 inches long, and another of 
the same diameter and 6inches long. The friction will 
be the same in both cases, unless the weight on the jour- 
nal is so great that the oil is pressed out from between 
the surfaces in contract. Now it is apparent that with the 
same load on the journal the weig ht per square inch will 
be twice as great on the short journal as on the larger 
one; therefore the oil is more likely to be pressed out 
from between the rubbing surfaces in contact with the 
former than with the latter. It is found that the friction 
of # journal is very much less if it is perfectly lubricated 
thon when the surfaces are not thoroughly oiled. For this 
reason, then, with heavy cars there is quite certain to be 
less friction if the journals are large than if the rubbing 
surfaces are of small area, because in the latter case the 
oil is quite sure to be partially pressed out from between 
the two surfaces, and they will therefore be very imper- 
fectly lubricated. 

Our correspondent calls up the old objection of leverage 
being increased by increasing the diameter of the journal. 
Undoubtedly such would be the case if the surfaces were 
in exactly the same condition. The large diameter journal 
will require more ‘: pounds on the circumference of the 
wheel” to move it than a smaller journal will, but it is 
impossible to increase the length of a journal beyond a 
certain point without at the same time increasing its 
diameter. If itis too long for its diameter, it will spring 
or break, as car journals often do; therefore if we wanta 
large journal, we must increase its diameter as well as its 
length. When we do this, we gain more by the increased 
area of the rubbing surfaces, and consequent improvement 
of lubrication, than we lose by the leverage, owing to the 
greater diameter of the journal. It is because we believe 
that this gain is very much greater than the loss that we 
advocate larger car journals than are ordinarily used. —[{Ep- 
1Ton RaruRroad Gazette. ] 


The Renewals of Iron in the Waterbury Bridge. 


fo tHe Eprror of THE RAILROAD GAZETTE : 

I wish, through your columns, to thank Mr. Hewins for cor- 
recting a statement in my last letter concerning the non-renew- 
al of suspicious iron in the Waterbury Bridge. I regret exceed- 
ingly to have been the means of giving currency to false reporte, 
tending to injure the Central Vermont Railroad or any one. I 
can only plead in excuse that my information was obtained 

an intelligent mechanic who was on the ground during 
the rebuilding after the fall, whom I have known for some 
years, and considered reliable. If I had been a more constant 


~ ona the GazetteI might perhaps have been better in- 
lormed, 





I wish also to thank you for using your columns lately in en- 
deavoring to correct erroneous statements about the Spring- 
field bridge. Ihave no time to carry farther a controversy 
which promises to consist chiefly on my part in contradicting 
erroneous assumptions made by a critic, on which specious 
reasonings may be based. I will refer only to one point in his 
last letter, as a sample, viz. After visiting the bridge to see 
for himself he says: “I find the ties to be 7448 inches by 12 
feet long=30 feet, B. M., per lineal foot.” These ties therefore 
contain each 60 feet B, M., for 
744X8x12 


12 

So the statement quoted above could be true only on the as- 
sumption that the ties were spaced 2 feet on centres, The fact 
is, they are spaced only 15% inches on centres, giving 47 feet 
B. M., instead of 30 feet per lineal foot of track, besides the 
guards, which give 10 feet more as he says, making 57 feet in 
all. 

When men get reduced to such weapons as this I don’t care 
to spend time in following them. They are welcome to the last 
shot. Epwarp 8. Paiierick. 

Boston, April 27, 1875. 

[That this controversy may be brought to a close as 
early as possible, we showed the above letter to Mr. Ben- 
der before its publication, to enable him to reply in he 
same number. There are too many contradictions as to 
the facts in the case to make a discussion of the principles 
involved of any value. If Mr. Philbrick, under whom 
the bridge was built, says the distances and quantities are 
one thing, and Mr. Bender, who measured them, says they 
are another, no reasoning as to the stability of the struc- 
ture will convince anyon. until these facts are established 
beyond contradiction.—Eprror Ramroap GazetTTE. } 


Mr. Bender's Rejoinder. 


To THE Epiror oF THE RAILROAD GAZETTE: 

In answer to Mr. Philbrick, I state that I have measured the 
distances of the ties from center to center and found them, as 
usual, not quite regular, but amounting from 20 to 24 inches. 
As far as “the last shot” of Mr. Philbrick is concerned, it was 
plain to me that this gentleman would by no means be more 
fair to me than he has been at his three times repeated letting 
of the bridge, until finally the lattice builder succeeded in the 
manner known. 

His mode of ending the controversy by abusing me was pre- 
dicted to me and does not astonish me. Cu. BEenDER. 








Mr. Bender’s Criticism of the Springfield Lattice Bridge.* 


SPRINGFIELD, Iil., March 30, 1875. 
To THE Eprror OF THE RAILROAD GAZETTE: 

Inasmuch as Mr. Bender, in his article in the Gazette for 
February 27, has impeached the motive which prompted me to 
write, I think it no more than just that_I should supplement my 
“running description” of the Springfield bridge with a few 
remarks, that Mr. Bender and your readers in general may be 
disabused of any false conceptions. 

While the bridge was being erected, a Western engineer, on a 
trip through the Eastern cities, obtained copies of the working 
drawings then in Mr. Philbrick’s office. Through the kindness 
of this gentleman I obtained the same “ notes.” Several mem- 
bers of the profession, who took their degrees when I did, 
requested me to give them copies of my notes. The difficulty 
of satisfying their desires directly, and the supposed (?) value 
of the “ notes,” led me to select and publish what I considered 
enough to give a general and correct idea of the bridge. 

There was no motive whatever to write “towards planning 
the way of introduction of lattice bridges like the one at 
Springfield.” 

The accompanying plate of details I trust will be sufficient, 
with the general description already given, to give a very full 
idea of the bridge. 

Figures 10, 11, 12, 13, 19 and 20 give a few details of the out- 
side trusses. Fig. 14 shows the half plans of top and bottom 
laterals. Fig. 15 gives the half elevation of portal. All other 
figures give details of central truss. Figs. 16,17 and 18 show 
the central connections of upper chord, the positions of which, 
relative to the center panel, are indicated in fig. 14 at C. With 
a little thought the figures will explain themselves. Of course 
there are many other details that would be acceptable, but 
these, being the principal ones, I hope will suffice. 

In regard to Mr, Bender’s article of February 27, 1875, allow 
me to say that I assumed the “live load per lineal foot of the 
whole bridge” at 3 tons, or 6,000 lbs., which was stated before 
implicitly, but could have been made explicit by a little thinking. 

As to the question whether riveting diagonals firmly together 
at their points of intersection is justifiable, Mr. Bender remarks 
that “This question is now believed to be determined to the 
contrary, and it is well known that the calculated strains of 
such structures do not deserve to have much reliance placed 
upon them.” Itis a question which has often been thought 
and written about, and as often been given up without any de. 
cisive results. If Mr. Bender will recommend the author who 
has proven or disproven the question by the laws of mechanics, 
he will confer a favor, for I have seen nothing as yet which 
settles the question beyond a doubt. Nor is it true that “such 
structures” (well-designed lattice bridges) do not deserve to 
have much reliance placed upon their calculated strains. Mr. 
Hilton’s Canastota lattice bridge, and many others, have worked 
under heavy traffic for years, and have proven that the reliance 
placed upon their calculated strains was not misplaced, not- 
withstanding Mr. Bender’s statement, and his accumulation 
theory. 








*Itis proper for usto say that this communication was received 
some time before the of Mr. Bender’s last letter, and should 
have two or three ago, but for delays both in corres- 
ponding concerning it and in engraving the figures.—Eprror Rart- 
ROAD GAZETTE. 





Even if riveted intersections were not justifiable, let us see 
how it would affect the Springfield lattice: Take any diagonal 
x — 14 (fig. 1, -p. 452, Railroad Gazette, 1874) whose maximum 
stress is 143,388 Ibs., and whose effective area is 15.4 sq. 
inch. If the metal were worked up to the prescribed limits, the 
maximum stress would be 154,000 Ibs. Hence we have a margin 
of 10,612 lbs. in this tie. This tie, at its intersection with, is 
riveted to the strut xx’’, whose maximum stress is 99,218 Tbs., 
and whose effective area is 15.2 sq. in., giving a margin of 6,382 
Ibs. for the strut. Now, if Mr. Bender can prove that by rivet- 
ing the diagonals together at their intersection the metal is 
worked above, or even up to, the prescribed limits, then will he 
have proven that in this particular detail the Springfield bridge 
is not properly designed. 

As to Mr. Bender’s paragraph of italics. If Mr. Philbrick’s 
interpretation is the correct one, then has he refuted the state- 
ment, so far as the bridge in question is concerned. If the in- 
terpretation is not the correct one, we suppose Mr. Bender will 
gladly correct it, and give more fully the theory by which he 
increases the stress of 10,000 Ibs. per sq. in. to 16,000 or “ even 
80,000 Ibs: per sq. in.” . 

Whether Mr. Bender’s calculations can be verified by actual 
experiment or not, they can in no way affect the strains and 
stability of the Springfield lattice, whose margins of safety, 
and effective designs, as Mr. Philbrick has shown, provide for 
greater contingencies than the imperceptible and local strains 
which Mr. Bender attempts to introduce. 

“However careful the construction of this bridge may be, or 
its execution may have been in other respects, the introduction 
of riveted lattice bridges in the West cannot thereby be justi- 
fied.” Whether this be true or not, it is certainly evident that 
Western engineers will be very reluctant to accept any system 
good designs of which will, even occasionally, “let the first en- 
gine and train through.” 

The pages of the history of bridge construction have yet to 
be blotted with the first failure of a well designed lattice bridge. 
Mr. Hilton’s Canastota lattice bridge worked under a heavy 
traffic for eight years without a loose rivet and with no “ tinker- 
ing.” Of its history after eight years I am not informed, but 
feel confident that it is now doing its work as effectively as 
ever, It remains for Mr. Hilton’s design at Springfield to show 
a similar history. 

Prof. C, A. Smith, C. E., the Western engineer previously 
mentioned, has designed a large amount of riveted work at St. 
Louis, and vicinity, and has yet to witness the first failure of 
any of his designs, all of which have given entire satisfaction. 

But to statements and facts of this description, Mr. Bender 
rejoins that ‘‘This result at best only proves that properly de- 
signed pin-jointed skeleton bridges are built too strong com- 
paratively.” 

Let us now look for a moment at Mr. Bender’s hobby bridge 
—the theoretically perfect bridge. About three or four years 
ago a bridge company built an iron girder bridge, with cast- 
iron connections (what Mr. B. probably calls distinct joint 
boxes) on the line of a Missouri railroad. The bridge went 
down as the first train attempted to cross,—but thanks to the 
wary engineer the false-work bencath had not been removed, 
and no serious damage was done, The Superintendent and 
Chief Engineer of the road ordered every cast-iron joint to be 
removed and wrought iron substituted. 

Ashort time after this failure another similar bridge on the 
same road “went down.” And in 1874 a Warren girder with 
cast-iron connections over a river on the same railroad let an 
engine and several cars into the river. These bridges were 
from a company which designs its work well, and which has 
talented and educated engineers at its head. Who or what is 
accountable for these failures? Is it the superior engineers or 
the inferior systems employed? 

If the experience of other railroads is as fruitful in failures 
of this description as that of this one, then it will not take 
many years to convince buyers (and Western engineers) that 
the bridges which fail less frequently and last the longest, 
although a trifle less scientific in detail design, are the most 
economical] and effective. 

The system which Mr. Bender thinks preferable for bridge 
connections may fulfil all conditions imposed by a strict theory, 
but in two or three instances it has certainly proven to be a very 
scientific(?), ineffective and expensive practice. 

W. Bartuert, C. E. 

(Mr. Bartlett specified the bridges which he mentions 
as having failed, and, that some explanation of the circum- 
stances attending the failures might appear at the same 
time with this statement of them, we applied to the engi- 
neer who built the bridges. His account is here append- 
ed. —Eprror Ramroap Gazette. } 


“The accidents (there were but two not three of them) are 
the only legitimate ones which have occurred in our practice, 
and both taking place on the same road it may reasonably be 
presumed had a common cause or causes, These were, simply, 
inefficient shop inspection and too great haste in the field 
force—the same causes probably which caused the failure of 
the lattice girder in Peru, about which so much has been writ- 
ten and said. In addition to this an attempt was made to se- 
cure a toughened cast iron by the use of a large proportion of 
cold blast scrap, which however destroyed the fluidity of the 
iron to such a degree that it was very difficult to obtain a per- 
fect casting. 


“One of these bridges was a wrought-iron Warren girder 
with cast-iron joint-boxes. The span was unfinished—having 
been swung but a short time before and the lower falsework 
being still undcr it—when the first train came on it. The cen- 
ter joint-box gave way and the span settled down on the false- 
work. Upon examination it was found that a “cold short” ex- 
isted in the iron which divided nearly half the sectional area 
of the box. Notwithstanding the eighteen inches of fall, no 
wrought iron was broken in the bridge. As there were eight 





more spans of the same pattern to go up, wrought-iron joint- 
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boxes were substituted, and these bridges have given several | 


proofs of their efficiency since—not the least of which was that 
of train running into a drove of horses on one of them some 
18 months since. 

“The other bridge was a composite triangular, with wooden 
chords and braces. The angle-blocks were not unlike those of 
a Howe truss, but mnch heavier and bored for turned pins 8% 
in. in diameter. After nearly four years of heavy service, one 
of these spans suddenly let down, but with so little breakage 
of parts that the cause of the mischief was clearly defined. 
One end angle-block showed an old crack—well rusted—extend- 
ing from the pin outward ; and from the position of the bridge 
and the train there was no question as to this angle-block be- 
ing the cause of failure. A rigid examination of the men who 
had put the work in place revealed the fact that in this particu- 
lar angle-block the pin-hole had been bored too scant for the 
pin, and that the holes in the inner ribs were slightly out of 
line with those in the outer ribs. Anxious to finish, however, 
the workmen had forced the pin home without reporting the 
fact,.and the subsequent history is easily given. With the first 
heavy frost the casting contracted on the pin, was burst in the 
contraction, and from that time forward it was simply a ques- 
tion of time as to how soon the crack would work out to a fatal 
part of the casting. Apprchensive that there were other cases 
of tight pins in this particular work, the whole of these angle- 
blocks in these bridges were removed, and new ones substituted 
in which the fit of the pin had been thoroughly inspected. 
These castings were made away from the bridge works and 
were shipped at a time when our inspectors were both on duty 
in Eastern shops.” 


®Oeneral Railroad ‘Zlews. 





i OLD AND NEW ROADS. 


Gulf, Colorado & Santa Fe. 


This oouny has been calling for proposals for the construc- 
tion of the section of its road, from Galveston, Tex., west- 
ward to the crossing of the Columbia Division of the Interna- 
tional & Great Northern, about 40 miles. rate bids are 
called for for grading, in sections of about 10 miles; for 90,000 
ties, pine, cypress or oak, in lots of 10,000; for 3,500 bridge 
iles, cedar or pine, 20 to 22 feet long, in lots of 500 ; for 300, 
feet yellow pine timber, 12x14 or 6x14 inches, 25 feet long, and 
145,000 feet 12x12 inches, 14 feet long; for the construction of 
the bridge and draw over West Bay at Galveston and the bridge 
nd Bayou ; for track laying | ag mile, in sections of 
are also invit ‘or treating piles and 
bridge timber to protect them against worms and dry rot. 
oposals will be received for the entire work or any part. 
Plans and specifications may be seen at the company’s office, 
No. 176 Strand, Galveston. 

The building of this first section will hardly bring much traf- 
fic to Galveston that does not go there already, and is not like- 
ly to be at all table by itself. The company probably in- 
tends to complete it from the proceeds of the stock subscrip- 
tions and then base — it an issue of bonds to provide means 
for another section. By its construction also a part of the land 
grant will be secured, 


The Railroad War. 


The Ohio & “eT ‘fT and the Terre Haute & Indianapolis 
have put an eni, for the present at least, to the cutting of pas- 
senger rates between Cincinnati & St. Louis, which has been 
going on for some time past. By agreement of all the lines 
concerned, the fare between the two cities has been fixed at 
$9.50, or 50 cents less than the old rate. During the last few 
months it has been at times down as low as $1. 

A contest has broken out in the South, the New Orleans, Mo- 
bile & Texas having reduced rates from New Orleans to New 
York ; the New Orleans, St. Louis & Chicago has done the same, 
and farther reductions are expected. 

Vice-President King has py denied the rumors that the 
Baltimore & Ohio has leased the New Jersey Southern road. 

The Baltimore & Ohio recently cut down rates from Cumber- 
land, Mo. to Baltimore, to 35 cents ty 100 pounds, first class ; 
second class, 30 cents ; thirdclass, 25; fourth class, 20; special, 
18. The reduction was over 50 per cent. on all but special clase. 
The Pennsylvania agents at once announced the following rates : 
first class, 30 cents; second class, 25; third class, 20; fourth 
class, 18; special, 15. The traffic between Cumberland and 
Baltimore is large—chiefly coal. 


Datroit & Milwaukee, 


The order appointing Mr. Trowbridge Receiver directed him 
to pay the current wages out of current receipts and to apply 
any surplus of earnings over expenses to the payment of arrears 
of wages due. He accordingly notified the employes that the 
wages for the last half of April would be paid as soon after May 
las the pay rolls could be made out, and that the arrears due 
for February, March and the first half of April would be paid 
as soon as possible. This caused much excitement among the 
men, who feared the loss of their back wages, and a general 
stoppage of work in Detroit and vicinity was the result, 
not cay the shop work, but also the running of 
trains being stopped. After consultation with a committee of 
the émployers, however, Mr, Trowbridge Fane to the Court 
and secured a modification of the order, ete’ J im to bor- 
row money enough to Ty bee wages due for February at once. 
The March wages would then be paid in the first week of May, 
ani those for April as soon thereafter as possible. This was 
pes yd to the employes, and they returned to work the 
next day. 


Springfield & Pawnee, 
Arrangements are being made to organize a company to build 


& narrow-gauge road about 15 miles long, from Springtiel ; 
south to be village of Pawnee. - easatuarte 
Meetings. 

Thea following compaaiocs will hold their annual meeti 
the times and Secon given: senna 

New York & Harlem, at the Grand Central Depot, New York, 
May 18, at 12 noon. 

Seaboard & Roanok», adjourned from April 22, at Poris- 
mouth, Va., May 4. 

Baltimore, Hun:pden & Townsontown, in Baltimore, May 4. 

New York Central & Hudson River, in Albany, N. ¥., June 2. 
Transfer books will be closed from May 1 to June 3. 

Central Vermont, in St. Albans, Vt., May 19, at 12 noon. 

St. Louis, Alton & Terre Haute, at the general office in St. 
i — cA _ pee 

eokuk, Iowa City innesota, in Washington, Ia., May 5. 

Tyrone & Clearfield, in Philadelphia, May 5 <yyieaieaien 

Chartiers, in bergen re =a, ‘ 

Colorado Central, in Golden, Col., May 19, at 2 p. m. 


Ohicago, Burlington & Quincy. 
In eussaas aie the aeons ms of the 
proposals 


cent. mortgage, sealed Je ager do 


are invited fone sale of 


or any less number of the bonds issued under that mortgage, | 
for the purposes of the sinking fund. Proposals were to be ad- 
dressed to the Assistant Treasurer in Boston up to April 28. 
The company has given notice that it will no longer receive 
the cars of the commission fast freight lines. It is said that 
the Rock Island and the Northwestern companies are oy ar- 
ing to take the same action. The Blue Line runs on the Chi- 
cago, Burlington & Quincy, and the Red Line on the other two 
roads. These are both co-operative lines, wholly owned by the 





companies over whose roads they run. 


Worcester & Shrewsbury. 

Surveys have been completed for the extension of this nar- 
row-gauge road eastward from its present terminus through | 
Shrewsbury and Northborough to a Mass., a dis- | 
tauce of 164% miles. The estimated cost is about $10,000 per | 
mile. The extension will be built to Shrewsbury this summer, ! 
but the completion of the road to Marlborough is still in doubt. 


Dividends. 


Dividends have been declared by the following comqanins . 

Boston & Albany, 5 per cent., semi-annual, payable May 15. 

Boston & Maine, 4 per cent., semi-annual, payable May 15. 

Lowell & Lawrence, 3 per cent., semi-annual, payable on de- 
mand. 
Boston & Providence, 5 per cent., semi-annual, payable May 
15. 

Concord, 5 per cent., semi-annual, payable May 1. 

New Bedford, 4 per cent., semi-annual, payable May 1. 
Memphis & Oharleston. 

The people of Tuscumbia, Ala., have made a liberal offer to 
the company to induce it to remove the repair shops of the road 
to that place. No final action has yet been taken in the matter. 


Union Pacific, 


The breaks in the roads have all been repaired with the ex- 
ception of about six miles between Green River and Lawrence, 
over which passengers are now transferred by teams. Subse- 
quently other wash-outs occurred in Weber Canon and near 

hurch Buttes, causing fresh delays, A large force is at work 
repairing the breaks, but it is uncertain when the road will be 
open. The streams are generally higher than they were ever 
known to be before. More or less damage is reported from 
Ogden to Rock Springs, 200 miles, all along the line. 

igh water in the Missouri has done much damage to the 
road at Omaha. April 25a large part of the freight yard was 
under water and the river was washing out the heavy fill in the 
east angeessies to the Missouri River bridge. 

Two trains arrived at Omaha, April 26, bringing 400 delayed 
passengers, and it was expected that the next day’s trains 
would clear the road of eastern bound passengers. 


Cincinnati Southern. 

Messrs. Kuhn, Loeb & Co., bankers, will receive, at the 
American Exchange National Bank in New York, up to May 10, 
sealed proposals for the purchase of $1,500,000 Cincinnati ej 
7.3 per cent. bonds, issued for the construction of this roed. 
This is the balance of $10,000,000, the rest having been sold. 
Besides the ordinary security of a city bond, these bonds are 
secured by a first mortgage ontheroad. No bid will be received 
for less than 102 and accrued interest. 


Green Bay, Wabashaw & Faribault. 

It is stated that Eastern gre have agreed to take an 
interest in this road, and that it will be built from Wabashaw, 
Minn., Westward to Faribault, through the Zumbro Valley, this 
season. 


Pullma: Southern Oar Oompany. 

The parties formerly yarns mer the Paine Sleeping Car Com- 
pany have brought suit against the Pullman Southern Car Com- 
od and the Pullman Car Company in the Kentucky Chancery 

‘ourt, to compel the defendants to turn over to them $125,000 
in stock, with dividends accrued thereon. This stock, it is 
claimed, was to be issued to plaintiff in consideration of the 
transfer to defendants of certain rights and privileges, but has 
been withheld contrary to the contract. 


Oolumhia Oonduit Company. 

It is announced that this company, having failed to receive 
the aid expected from the Pittebur h oil re ers, has given up 
the attempt to carry its pipe line into Pittsburgh, and is now 
negotiating for the sale of its property to the Empire Trans- 
portation Company. 

Auction Sales of Railroad Securities. 

At auction in New York, April 28, the following prices were 

obtained: New Haven & Northampton stock, are and 38; St. 
100; 


| 


Louis, Vandalia & Terre Haute first-mortgage. Louisville 
& Nashville consolidated bonds, 89; Chicago & Canada South- 
orn first mortgage, 1944; Petersburg Railroad first mortgage, 
80%; Houston & Texas Central first mortgage, 80%; Toledo, 
Wabash & Western second mortgage, 56%. 


Delaware, Lackawanna & Western. 

The Utica (N. Y.) Herald says that this company and the 
Delaware & Hudson Canal Company have formed an alliance 
for the ,transportation and sale of coal. By this arrange- 
ment the elaware, Lackawanna & Western Rail- 
road will receive coal for the northern region in- 
cluding Utica, Syracuse and Oswego, from the Delaware & Hud- 
son Canal Company. The territory west of Schenectady will 
be supplied from Utica. Itis rumored that this combination 
will have the effect of causing the Rome and Utica branches of 
the Midland, now worked by the Delaware & Hudson Company, 
to be abandoned. y 


Kansas Pacific, 

The agreement for the transfer of the Colorado Central and 
settlement of existing difficulties with the Union Pacific has 
been published and is, briefly, as follows : 

1. The Kansas Pacific and Colorado Central companies to be 
consolidated under the name of the Kansas Pacific Railway 
Company, the capital stock to be $20,000,000. 

9. Of the new stock $10,000,000 shall be exchanged for the 
present Kansas Pacific stock and $10,000,000 shall be issued to 
parties named by the Union Pacific, whereupon all outstanding 
stock of the Colorado Central shall be canceled. 

8. The new company shall issue $5,000,000 of 7 per cent. bonds 
hoving 30 years to run, which shall be secured by a mortgage 
subject to existing mortgages on both roads; it shall not in- 
clude any of the Kansas Pacific lands between the 393rd and 
405th mile posts. 

4. Of this $5,000,000 of bonds, $1,250,000 shall be used to re- 
tire the Kansas Pacific income bonds at not more than 80 per 
cent. of their face, and $525,000 shall be used to retire all of Ihe 
Arkansas Valley bonds not held by the Kansas Pacific. 

5. There shall be issued to the Union Pacific $1,300,000 of 
these bonds to be used in extinguishing the debt of the Colo- 
rado Central, and it is agreed that that road shall be trans- 
ferred free from all debt except its funded debt. (This is re- 
ported at $615,000.) 

6. The remaining $1,925,000 of bonds shall be used as far as 
possible to retire $700,000 Junction City & Fort Kearney bonds 
and $445,000 Kansas Pacific second-mortgage land-grant bonds, 
the latter to be cancelled and the Junction City & Fort Kearney 
bonds, together with the #1,125,000 Arkansas Valley bonds, to be 
retained by the company. 

7. All stock in and bonds of the Junction City & Fort Kear- 
ney, the Arkansas Valley, the Denver Pacific, the Denver & 








Bowlder Valley, and the Colorado Central companies owned by 
either of the parties hereto, shall*he transferred & 


to and held by ' 


= 


the trustees of the five million mortgage before mentioned as 
further and additional security for the said bonds. 

8. In case of want of legal authority to complete the con- 
solidation, the object desired shall be secured by any proper 
and legal course, either by lease, running or traffic agreements 
or otherwise. 

Before the execution of this contract it is stated that the fol- 
lowing agreement was signed: 

“it is understood and agreed that if the arrangements for 
consolidation of the Kansas Pacific Railway Company and the 
Colorado Central Railway Company now — be carried 
out, the Union Pacific Railroad _—- will abandon to the 
Consolidated Company all the local fraffic in Colorado, and wil] 
not interfere therewith, and that the Consolidated Company 
will abandon to the Union Pacific Company all claims to 
rata on the traffic west of Cheyenne, and that such instrument 
as may be necessary to carry out and effect this object shall be 
executed.” 

The agreemeut of consolidation will probably have to be rati- 
fied by a stock vote. 

The ae Board of Leavenworth County, Kansas, has 
passed resolutions declaring that the transfer of 5,000 shares 
county stock in this company made September 2, 1871, to the 
Farmers’ Loan & Trust Company as trustee, was fraudulent and 
void, and directing the county officers to take the necessary 
steps to secure a return of the certificate and to prevent any 
transfer of the stock by said trustee. 


Indianapolis, Bloomington & Western. 

The Indianapolis Journal says: “After five months of con- 
stant work the Receiver of this road has got matters in such 
shape as to know the condition of the finances, the road-bed, 
equipments, etc. It has proved a herculean task. There are 
some $12,000,000 of debts hanging over the road, varying in 
sums from one dollar to thousands, and ninety-nine of eve 
hundred of the creditors, or their representatives, from bond- 
holder down to section-man, has either called on the receiver 
to learn when and how they were to get their pay, or asked 
by letter. Many have been quite impudent in their interroga- 
tories and demands, while others have acted like gentlemen; 
but in a)l cases has Gen. George B. Wright, the Receiver, shown 
his ability to cope with the overbearing creditors, the wise law- 
yers, and the more sensible men to whom the road is indebted. 

e employes are now receiving their pay on the 14th of each 
month, and matters are moving on finely, and no doubt in an- 
other five months the Receiver will be able to make a favorable 
report to all concerned.” 


Northern Oentral. | ‘ . 

At the monthly meeting of the board in Baltimore last week 
a new contract between the Union Railroad Company and the 
Northern Railway Company regulating tolls was read, and 
several changes were ordered, and the proper officers of the 
company were authorized to sign the contract. 

Mr. W. H. Brown, Engineer of Maintenance of Way of the 
Pennsylvania Railroad Company, submitted for discussion plans 
for the proposed elevator at Canton and the general offices of 
the company at the corner of Calvert andCentre streets. After 
discusion they were referred back, and will be submitted entire 
by May 1, when proposals will at once be asked by publication. 

After the mee ing the board visited Canton to inspect the 
site of the new terminal improvements. It is now expected 
that in addition to the 70 acres already leased at Canton 90 
acres more will be taken, for the purpose of establishing a large 
oil depot and wharves. 


New York Oentral & Hudson River. 

The divisions of the line from Albany to Buffalo have been 
rearranged so as to do away entirely with the present Middle 
Division. There will be hereafter only two divisions, the East- 
ern, from Albany to Syracuse, 14734 miles, and the Western, 
from Syracuse to Buffalo, 149% miles. Mr. George H. Burrows, 
heretofore of the Middle Division, will have charge of the new 
Western Division and will probably have his headquarters at 
Rochester. The Western Division will include the Auburn 
Branch as well as the Suspension Bridge Line and other 
branches, covering all the road west of Syracuse. 

The Fourth Avenue Improvement in New York is so far com- 

leted that trains will begin to use the sunken tracks from the 
rand Central Depot to the south end of the Yorkville tunnel, 
May 2. 


Montreal, Ohambly & Sorel. 

The name of this road has been changed to Montreal, Port- 
land & Boston. It will, when completed, be the Canada section 
of the Portland & Ogdensburg line to Montreal. 


Monticello & Port Jervis. 

The town collectors A rit the line have been levying on the 
equipment of this road for unpaid taxes, the receiver, Mr. 
O aioe Winfield, having been unable to pay them. 


The Pennsylvania Tax on Anthracite Ooal, 

The oan 9 a Coal Company, the Delaware, Lackawanna 
& Western Railroad Company, and the Delaware & Hudson 
Canal Company, having refused to pay the tax on anthracite 
coal, under the act of 1868, from the time the new Constitution 
went into effect, January 1, 1874, until the poom e of a new act 
in conformity with its provisions, April 24, 1874, the State began 
a suit in the Court of Common Pleas, which has at been deci- 
ded. The companies vm ae the legality of the tax, on the 
— (1) that the statute of 1868 was abrogated by the new 

tate Constitution ; and (2) that the tax upon coal intended to 
be exported beyond the bounds of the State was such a regula- 
tion of inter-State commerce as was in peg no of the Consti- 
tution of the United States. The court decides both points 
against the companies, and holds that the new Constitution did 
not suspend the operation of the act of 1868, or any other law 
necessary and proper to carry on the Government pending the 
enactment by the Legislature of statutes in conformity with that 
instrument ; and that the tax levied by the State under the act 
of 1868 being a tax on the a. and business of the corpora- 
tions, is not a tax on commerce, but an incidental burden on 
commodities, of the same nature as other taxes which enhance 
the cost of production, and therefore not in conflict with the 
Constitution of the United States. The amount of tax in dis- 
= - $48,777.82. The cases will be taken to the Supreme 

urt. 


Erie, 
The new bridge over the Delaware at Saw Mill Rift, near 
Port Jervis, is completed, and the work of removing the tempo- 


rary trestle bridge is going on. The lower chord of the new , 


bridge is 10 feet higher above the water than the old one, and 

it is thought that this will save it in case of another ice-gorge. 

The Watson Manufacturing Company had the iron work 

— within the extremely short time allowed by the con- 
racts, 

A law was recently passed by the New York Legislature and 
approved by the Governor, which amends a former law author- 
ing companies organized in New York to hold real estate 
other States, so as to allow them also to buy and hold stock in 
other corporations holding such real estate. The law is gener 
but is understood to be intended to cover the case of the Erie 
purchases of stock in coal-mining companies in Pennsylvania. 


Western North Oarolina. 
The judicial sale of the road is now appointed to take place 


at Salisb N. C., June 22. 
The Cour ata recent hearing, refused to dissolve the it 


junction prohibiting the North Carolina Railroad Company from 
uying the road. 
Continued on Page 177, 
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THE COMING CONVENTIONS. 


In another column we publish notices of the times and 
places of meeting of the various railruad and engineering 
associations which hold their annual assemblages about 
this season. Two of them, the Master Mechanics’ and the 
Master Car-Builders’, will be held this year in New York; 
and as the meeting of the former is close at hand, the note 
of preparation begins to be heard, and reception commit- 
tees are holding meetings, and there are rumors of excur- 
sions, collations, music and other manifestations of hospi- 
tality which are intended to make the sojourn of the 
stranger agreeable in the metropolis. 

Of the other and what should be considered the more 
important portion of the proceedings, we have thus far 
learned but little. One or two of the reports of commit- 
tees are, we learn, completed, and others are well advanced 
towards completion. We have, however, the means of 
knowing that the circulars of inquiry have been neglected 
by a very large proportion of the members, and only avery 
small minority have taken the trouble to answer them. 
Doubtless many who have received the circulars have hon- 
estly intended at some vague and indefinite time to send 
their replies, aud have laid them aside for that purpose, 
but have not done so because—well, for the same rea- 
sons that we neglect a great many other duties. 
Now to all such we want to say here that when this num- 
ber of the Railroad Gazette reaches subscribers, there will 
still be time for circulars to reach committees before the 
Convention, provided they are answered at once, and then 
mailed promptly. Those members who have neglected 
this duty are therefore urged to attend to it within twenty- 
four or at most forty-eight hours after this paper reaches 
them. In this connection we will also repeat a recom- 
mendatiou we made last year, which was that master me- 
chanics should consult with their foremen or with their 
most intelligent locomotive runners and mechanics in pre- 
paring the answers to circulars. There is not one of the 
subjects selected for consideration about which men who 
observe carefully could not make valuable suggestions. 
At the same time, such consultations bring about a more 
friendly feeling among subordinates and better under- 
standing between them and their superior officers. There 
is, we know, among some officers an absurd idea that such 
consultations will lessen their influence with those over 
whom they must exercise authority. We would always 
interpret such a belief when held by a superior officer as 
‘an indication that he is unworthy of the position which 
he holds, and in some way incompetent to exercise his 
authority wisely. The effect of such frank co sultations 


would, we believe, result very advantageously to all par- 
ties, and ve are sure that much more satisfactory replies 
would be given to the circulars if this plan were adopted. 
By requesting those who are to be consulted to meet the 
master mechanic in the evening after working hours, 
when there will be no interruption, all the circulars can 
be answered at one session with the assistance of a clerk. 
We will repeat, however, what we have said before, that if 
this is done, it must be done at once. 

Regarding the reports themselves, we will act upon the 
principle that good advice gains strength by repetition, 
and we will renew the recommendation made before that 
the committees should aim to make their reports as siwrt 
as possible. Last year and the year before, some of them 
were inordinately long. Now the writers of them should 
remember that the attention of an audience is very soon 
exhausted. A person who is driving a horse with a heavy 
load is considered a brute if he drives him too long with- 
out a chance to rest. If this is true of driving a beast, 
wh tshall be said when a large audience is driven very 
near ‘‘the ragged edges of despair” by having their atten- 
tion exhausted by a person who does not measure their 
powers of endurance. It should be carefully kept in mind 
that an audience of more than a dozen people is always 
intellectually short-winded. Let those who do not believe 
it consult their preacher or their lawyer. It should be the 
aim of those who prepare the reports to economize as much 
as possible the attention of their audience, which is an 
extremely limited quantity. For this reason, all tabular 
matter and all long quotations from other authorities should 
bs placed in appendices to be printed with the report but 
not read. 

We levrn that the suggestion made in the Railroad Ga- 
zette, a few weeks ago, that the committee should have the 
privilege of naming a certain number of persons to open 
the discussion on all reports, will be adopted at the next 
convention of the Master Mechanics’ Association. We 
feel quite sure that if this plan is adopted it will result in 
very much better and fuller debate than would otherwise 
be given on the subjects presented. It would also have 
the effect of calling out those who have the most know)- 
edge regarding special subjects, but who are too reserved 
or modest to volunteer to speak. 

We also want to present a plea for the Master Mechan- 

ics’ Association to those who have thus far held aloof from 
it. Especially is it desirable that the subject should be 
pre ented to those who occupy positions higher in author- 
ity than that accorded to those in charge of the machinery 
departments of our railroads. In some cases men occupy- 
ing the latter positions have been deterred from becoming 
members because they felt that those above them did not 
regard the Association favorably. Some of the best men 
in the country are for this reason not members, and have 
taken no part in the proceedings. The reasons for the 
unfavorable regard in which the Association is held by 
such persons need not perhaps be fully rehearsed here. It 
is only necessary to say that perhaps none will be more 
ready to admit its shortcomings than those who 
have been its truest friends. It would, of course, 
be desirable that all its members should have a 
liberal scientific education and such a training 
that they can use the English language as forcibly 
as Herbert Sponcer and describe the theory and the 
art of the mechanical engineering of railroads as clearly 
as Faraday or Huxley present scientific truth. Not only 
should the members have such knowledge, but they should 
have had opportunities for extended practical experience 
and observation, and, more than all, have clear and logical 
habits of thought, which are the result only of that pro- 
found love of truth, to possess which in its highest forms 
must be inherited in our blood, be taught to us in child- 
hood, scrupulously practiced in early life, and defended 
in maturer years. We say it is desirable that the mem- 
bership should be composed of men with such qualifica- 
tions, but in saying that the Association is composed only 
of an average lot of superior mechanics, most of whom 
have had few advantages in early life and not very many 
since, we are giving evidence that they have not all the 
attainments which we have named as being desirable. 
Chose have studied life to very little purpose who have 
not learned that we are obliged, in order to accomplish 
anything much worth doing, to work ,;with the material 
at hand. A general who wants to take his army across a 
swollen river is not very particular whether the timber he 
uses is of the exact quality or dimensions that he would 
like. He uses whatever he finds, the main thing being to 
construct a bridge strong enough to cross the river. So 
with the Master Mechanics’ Association: it is composed 
of the only material of which such an association can be 
formed, and it is therefore a question whether those who 
desire a better one will come in and help to improve that 
which we have, or whether there shall be none. 

There can hardly be a question, we think, that there is 
a great deal of work which can be done better by such an 
Association than in any other way. If it should receive the 
cordial support of the superior officers, it would, we be- 
lieve, be capable of very much greater usefulness than 
now. With the growth of the railroad system of the coun- 





especially cars, should be constructed on some uniform 
system This is only possible by a conference of those in 
charge of such work, the opportunity for which is afford- 
ed by associations such as the Master Mechanics’ and the 
Car-Builders’. 

We wish it were possible to make a non-mechanical man, 
as most railroad presidents and superintendents are, un- 
derstand the very great inconvenience which results from 
the fact that the parts of cars are not duplicates of cach 
other. Take, for example, bolts and nuts. Now, if they 
will imagine themselves in the position of a mechanic 
employed on car repairs ; there are, perhaps, a hun- 
dred or more cars in the yard for repairs, many 
of which have lost nuts or broken bolts which must be 
replaced. Now comes the difficulty, however. The bolts 
and nuts are not of uniform sizes. A } bolt in one car 
will be a thirty-second larger or smaller in diameter than 
another. One will have a screw with 10 threads, another 
with 9 and another with 11 or 12. The result is that the 
mechanic must either force on a nut which does not fit, 
and thus incur the risk of another breakage, or else he 
must waste time in getting a bolt or nut of the right size 
and proportions. The same thing is true of brass journal 
bearings. The sizes of these are almost innumerable, and 
the forms as various as the sizes. Tons of duplicates must 
be kept on hand to meet emergencies. 

It is not of course alone in establishing standard forms 
and proportions for railroad machinery that such associa- 
tions can. be of benefit. The consumption of fuel, the 
wear of wheels, the construction of boilers, the purifica- 
tion of water, the keeping of accounts—all and many more 
need careful investigation. So fully convinced are we of 
the possibility of much greater economy in such direc- 
tions, that, if it were possible to make a fair contract with 
almost any road of importance in the country to supply it 
with fuel, taking for profit half the economy which could 
be effected, or to furnish the car wheels on the same terms, 
we feel sure that a reasonably intelligent and capable 
engineer, of good business habits and fair acquaintance 
with the working of railroad stock, could make a magni- 
ficent income by such a contract. 

Now it should be, and to a certain extent is, the purpose 
of such associations as will soon meet in New York to in- 
dicate how to economize in the operation of railroads; to 
collect statistics, to tabulate results, to record the results 
of experiments, and by diseussion call out and publish in- 
formation which wi hout the aid of such institutions would 
be quite inaccessible to the public. We believe therefore 
that it would be to the interest of railroad companies gen- 
erally if their managers would instruct their master me- 
chanics and car builders to become members and attend 
the meetings of the associations referred to, and we would 
also recommend that the party of the first part should pay 
the expenses of such sapmaniatintied and attendance. 








THE COST OF HANOLING GRAIN. 





The investigation by a committee of the New York 
Legislature of the expenses connected with the transfer, 
handling and storage of grain carried over the Erie Canal 
is attracting attention to this important branch of trans- 
portation. The investigation was ordered, probably, to 
show that the canal tolls, made artificially high by the 
corrupt contracts for repairs and improvements, are yet 4 
less serious tax on traffic than the terminal expenses, and 
to divert some of the public indignation from the country 
‘‘yings” which live by extravagant profits on canal con- 
tracts to what they call city rings, which fatten on extrav- 
agant profits for elevating, transferring, weighing and 
storing grain. So far we believe that they have presen‘ed 
no evidence that there is any such combination as can be 
called a ‘‘ring” to sec ire extortionate terminal charges, 
or even that the existing rates are unduly high; for there 
has been no evidence to show how much the different ser- 
vices cost. But it has been Very clearly shown that these 
expenses taken altogether form a large part of the cost of 
delivering Northwestern grain into European warehouses 
or ocean vessels. 

The whole effect of such charges, however, is not yet 
sufficiently appreciated, we believe, because most people 
confine their attention to the matters before the Commit- 
tee, which include terminal charges at only two porte, 
Buffalo and New York. If we follow the grain from the 
field of the producer to the home of the foreign consumer, 
or even to the ocean vessel which carries it to foreign 
ports, we shall see that ‘‘canal grain” is subject to several 
such expenses, and we shall be better able to understand 
why the railroads with imperfect facilities and much 
higher rates per mile have diverted from the canal most 
of the grain intended for domestic consumption, and much 
of that which crosses the sea. 

Tbe Northwestern grain-grower, wheiher he lives in 
Illinois, Wisconsin, Minnesota, Iowa, North Missouri, 
Nebraska or Kansas, hauls his grain from his farm to the’ 
nearest railroad station, where it is subject to its first ‘ter- 
minal expense.” It may be put in a warehouse and stored 
at this station, in which case the owner usually pays re 
the service directly, but if it is putin the cars imm 
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service for which freight is charged, and is made costlier 
{f the facilities are imperfect. 

Thence, if the grain is not shipped through to the East 
by rail, it goes without transfer to some lake port, and is 
there sold. At this place there is an expense, a legitimate 
one, though the charge may be extortionate, for transfer- 
ring the grain from car to warehouse, or ‘‘ elevator” as it 
js called, usually a charge for storage, direct or indirect, 
a commission for selling, a charge for ‘elevating out”— 
that is, for transferring from the elevator to the lake ves- 
gel -and then the grain starts on the second stage of its 
journey, having so far paid five tolls, exclusive of that 
recognized as the price of carriage. 

The lake vessel brings the grain to the harbor of Buffalo 
or Oswego, where it must be transferred to canal boats. 
Grain is not often sold at Buffilo, and there is no commis- 
sion there; but it is taken into an elevator at some expense, 
kept in the elevator a longer or shorter time at some ex- 
pense, and transferred to the canal boat, also at some ex- 
pense. This service may all be rendered for a single 
charge, but it almost always has these three elements of 
cost, which on the whole form the basis of the charge. 
Our five tolls have now become eight, and they have not 
advanced the grain a mile on its way. 

The canal boats deliver the grain in New York harbor. 
If it is not to be shipped immediately, it is taken to a 
warehouse, probably in Brooklyn, the elevating in and 
storage, weighing and elevating out into the ocean vesse) 
become necessary, and the grain is here sold again usually, 
and incurs a charge for commission, which, with the four 
ot.er tolls, brings up the total to thirteen, besides the three 
transportation charges by rail, by lake and by canal. 

But this is not the end of these expenses. After cross- 
ing the ocean the grain is subjected probably to two simi- 
lir sets of them before the consumer gets it. 

These services are all or nearly all indispensable in 
shipping grain by the canal route, and we shall not find 
fault with their existence; but we enumerate them to show 
that a comparatively small excess in each charge, whether 
owing to imperfect methods, or extortionate profits, is 
likely in the aggregate to amount to a considerable sum, 
and that therefore the ways and means of reducing the 
actual cost of performing these frequently repeated ser- 
vices are worth careful study and continued effort. 

Now when grain is shipped through by rail from the 
producer’s station to the exporting seaport, two sets of 
these expenses are entirely eliminated. ‘There are no ter- 
minal expenses at the western lake port and none at Buffa- 
lo, and no commission at the former place. In the case 
of grain coasamed in this country, the New York 
terminal expenses are also entirely eliminated, and 
the grain is taxed only with the charges at the producer's 
and those at the consumer's station, eliminating three sets 
of transfer charges and two commissions. This fact has 
already nearly destroyed the canal ,,rain trade in consign- 
ments for domestic consumption at points which the canal 
boats do not reach. ‘he car of grain loaded in Iowa is 
delivered without unlocking the doors at any station in 
Pennsylvania, New York or New England, and these States 
get most of their grain in that way now. Not so much is 
saved on grain exported, and the railroads therefore have 
hitherto made comparatively little progress in competing 
with the canal in this traffic. 

They have made so much progress, however, that it has 
become probable that they will in time absorb most of it, 
unless expenses by the canal route are cut down to the 
lowest possible figures ; and they have made so much that 
the lower terminal expenses at other cities are likely to 
divert more and more traffic from New York, unless there 
isa reform there. What we mean is, that the advantage 
in the low canal rates has heretofore enabled New York to 
afford a cheaper outlet than any other port, notwithstand- 
ing its higher terminal expenses; and that if the railroads 
shall he eafter carry as cheaply as the canal, New York 
will no longer have the advantage of lower transportation 
charges to counterbalance its higher terminal charges. 
Then, it must reduce its terminal charges or lose its trade, 
for it will be competing on something like equal terms 
with other seaports. 

New York thus has good reason for investigating its 
terminal charges in particular, as well as the subject of 
canal tolls and the other charges to which canal grain is 
subject. Only by keeping these down to the lowest point 
can itcontinue to afford the best outlet for grain exports, 
‘nd only by continuing to afford the best outlet for grain 
*xports can it preserve its present pre-eminent position as 
* grain exporter, one of the necessary corollaries of which 
1s that it is the chief resort of shipping, and therefore the 
Most favored in ocean rates and the cheapest place to which 
to import merchandise. 

So far as the railroads are concerned, we doubt whether 
* monopoly of the grain transportation for export is desir- 
able forthem. Exports are always fluctuating in quantity, 
“nd usually large only when all other traffic is also large. 
Grain cannot be carried at all for export except at 
tates which leave a very narrow margin tor profit, and any 
imetease in this traffic taken from the water route will add 

Rot ® whit to traffic in the other direction, or to any other 
traffic, If the water route for grain to the sea should be 





cheapened one-half or more (as possibly it may be by the 
improvement of the St. Lawrence route), we believe the 
Eastern railroads would profit by it, as the Western rail- 
roads would certainly and immensely. The continued 
rapid growth of the West is worth more to the Eastern 
railroads than the diversion of its present grain exports 
from the lakes and canals. That growth adds largely to 
the traffic westward and to traffic in both directions which 
pays a good profit. No probable water route is likely to 
divert any considerable shipments of merchandise, cattle 
and provisions from the railroads, but a very cheap one 
would probably increase immensely their traffic in these 
articles and in passengers, as wellas the grain movement 
on Western railroads and on the water route. 

With Minnesota, Wisconsin, Iowa, Missouri and the 
productive parts of Kansas and Nebraska as well peopled 
and as productive as Ohio, the railroads between Lake 
Michigan and the Atlantic would have an enormously 
increased traffic without carrying any grain for export, 
and the railroads west of Lake Michigan would have such 
a traffic as they never yet dreamed of. 

Probably, however, the cheap water route,if we ever 
get one, will be a direct result of the competition of the 
railroads, which we now find threatening the Erie Canal 
traffic and the New York grain exports, and thus rousing 
the people of that city and State to an effort to reduce the 
expenses of their water way, which more than anything 
else has given it its commercial supremacy. 


FREE PASSES. 


The practice of granting free passes to officials has be- 


York, New Haven & Hartford Company from giving passes 
to municipal, state, or national officers, at the suit of a 
stockholder And the event was impressed on the public 
mind by the fact that almost immediately afterwards the 
President of the United States and suite, on their way to 
attend the centennial commemoration of Concord fight, 
while going to o train of this road at the Grand Central 
Depot in New York were stopped at the door by the guard 
and required to show their tickets, like other honest peo- 
ple; which not having, they had to resort to the ticket 
agent and pay for them, just as other travellers do. Per- 
haps the President has never before been asked to pay 
fare, and we know how a custom easily becomes pre- 
scriptive, as it were; a sort of law which people 
(especially those who profit by it) follow without 
thinking of its causes or effects or its propriety. But 
to all those who have to pay their fare, the reported 
scene at the Grand Central Depot must have exhibited 
very painfully the impropriety of sucha custom. It is 
no easy to see why the President or a member of Con- 
gress or of the Legislature might not as properly order a 
suit of clothes of a tailor and neglect to pay for it as to 
ride to Boston without paying the fare; and the inevita- 
ble effect of the public knowledge of such free riding is to 
make people suspect that the favors are granted with the 
hope that they may be reciprocated, and that, on the 
whole, they do have an effect, rendering the officials apt 
to think well of those who have favored them, and give 
them undue consideration, if nothing more. In the case 
of members of State legislatures and jucges, this suspicion 
is extremely barmful. They are frequently called upon 
to decide questions in which the railroad companies are 
interested, and it is not easy to make the com- 
munity believe that they are entirely unaffected by 
the fact that they are receiving from these 
companies what amounts to a pension of perhaps 
a hundred or several hundred dollars a year. ‘The whole 
practice, we believe we may say, is extremely unpopular 
with the community ; but it does not often appear so, be- 
cause it is just those people who usually express public 
opinion that are favored with the passes. Newspapers 
say little about it, bec. use most editors are accustomed to 
travel on passes ; and public officers, we may be sure, will 
not talk much of favors that they receive which would be 
regarded with suspicion by the public. The best and 
richest newspapers now quite generally refuse these sus- 
Picious favors ; but doubtless a great majority are only too 
glad to get them. And, indeed, as things go, it is not 
easy for them to do without: them. Most newspapers, 
like other undertakings, are subject to a severe competi- 
tion, and it needs all the dollars as well as all the brains 
at the command of their conductors to enable them to 
hold their own with their competitors, and travelling 
expenses often form a considerable item of the expendi- 
tures. Thus, so long as the the railroads give passes to 
newspapers on request, the one which refuses to 
ask them while it competitor makes free use 
of them cannot do as much good work with 
the same amount of money. It is shackled 
by its very independence. Butif neither can get such fa- 
vors, they stand on an equal footing, and one man’s money 
will go as far as another's in getting news and presenting 
it. It isa fair fieldand no favor that the high-minded 
man wants, but he doesn’t get it if a railroad company 
gives his less scrupulous competitor all the passes he can 
use. 





come prominent recently by the enjoining of the New 


The Northwestern railroad companies for the most part 

have substantially abolished this least excusable of unjust 

discriminations, and we believe that they have had no 

cause to repent the step. The Philadelphia & Reading 

for more than a year has discontinued the practice, and 

though it has by no means ceased on most Eastern rail- 

roads, it has been more limited than heretofore, we be- 
lieve, and the advisability of abolishing it has been 

brought to the attention of managers as never before. The 
new Pennsylvania Constitution forbids it, though this 
prohibition probably does not affect corporations which 
are older than this constitution. 

The object of the New York, New Haven & Hartford 
stockholder in suing for an injunction was doubtless to 
deprive members of the Connecticut Legislature of their 
usual free, riding. It was cunningly devised for that pur- 
pose; for though the injunction is not final, it must re- 
main in force until tried, and cannot be tried until the next 
term of Court, which is not held until-after the session of 
the Legislature. The issue of the trial for a permanent 
i sjunction will be awaited with interest. We believe no 
such case has ever beeu tried, 

In a suit of this kind, the stockholder cannot well plead 
that the practice of granting passes has a demoralizing 
effect. It isan injury to him as a stockholder that he 
must complain of. Andif he urges that in this way the 
company to which he belongs is deprived of some fares, 
it would doubtless be rejoined that passes are given in the 
hope of affecting business; that they often procure the 
most effective and cheapest advertising; that the officers of 
&® company are the proper judges of the efficiency of 
methods of working the road and securing its welfare, 
and that the granting of passes is one of these methods. 

Aside from the reply in the case in hand, that Govern- 
ment officials are not in position to render legitimate ser- 
vices toa railroad company, there is another which may 
be urged very properly, and, we think, effectively. 
Whether the railroad company is in any way benefited or 
not by the issue of free passes to influential men, the 
officer granting the passes gains consideration by it, and 
may often secure personal favors by the exercise of this 
peculiar privilege of giving away his employer's property. 
The man to whom governors, members of Congress and 
of legislatures, cabinet officers, mayors, leading editors 
and the like come for valuable favors is an influential 
personage, with a wide circle of influential and perhaps 
desirable acquaintances, who are likely to be sincerely 
desirous of doing him a good turn and giving him a good 
name. They will be slow to listen to and still slower to 
publish anything they may hear to his discredit, though 
it may be evidence of his unfaithfulness to his com- 
pany. That is, the good will purchased by passes 
in reality is not felt toward the company, but 
toward that particular servant of the company who 
distributes the passes, and who may use this very good 
will, secured by a distribution of the company’s property, 
to strengthen himself in a position where he defrauds the 
company; to conceal from its stockholders his dishonesty, 
dishonor, or simple inefficiency. And no doubt free passes 
are quite often used for this purpose. The official con- 
trives to manufacture a reputation as an able and faith- 
ful servant of his company by putting under obligations 
those persons who may have frequent occasion to speak of 
him either publicly or to the influential men of his com- 
pany. The skillful use of a book of blank 
passes over an important route will soon gain for 
® man a reputation as one of the ablest railroad men 
of the country—perhaps not a very solid reputation, but 
one which shines very bright, nevertheless, and dazzles. 
many a not extraordinarily vain man. Now, the stock- 
holder certainly has a right to have such a use of passes. 
enjoined. It brings him and his company no possible 
benefit, and may work them serious injury. But as this - 
is one of the things very difficut to prove, it will not often 
be practicable to ground a complaint upon it. How- 
ever, if general attention can be attracted to the subjeot 
for a considerable time, we hardly think it will be neces- 
sary to apply to the courts ; the companies will put an end 
to the practice by their own motion, and be the gainers by 
it in more ways than one, not the least of which will be 
some abatement of popular prejudice and suspicion. 








Conventions. 


The following conventions of engineering and railroad socie- 

ties will be held within the next few weeks: i 
MASTER MECHANICS’ ASSOCIATION. 

The eighth annual convention of the American Railway Mas- 
ter Mechanics’ Association will be held at the Cooper Institute 
in New York, beginning Tuesday, May 11. The St. Nicholas 
Hotel has been selected as headquarters for members. The 
following are the subjects selected for discussion and the com- 
mittees appointed to report on them: 

1.° The best material, construction, operation and manage- 
ment of locomotive boilers.—J. M. Boon, of the Pittsburgh, 
Fort Wayne & Chicago; J. A. Jackman, of the Chicago & Alton; 
and G. W. Cushing, of Chicago. 

2. Purification of feed-water.—The Committee to report what 
methods, up to this time, have been most approved for the 
improvement of feed-water by chemical and mechanical means, 





and for the prevention of incrustation : Horace A. Towne, of 
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the Northern Pacific Railroad ; Coleman Sellers, of Philadel- 
phia; Harry Elliott, late of the Ohio & Mississippi; Wm. Wilson, 
of the Chicago, Burlington & Quincy, and H. V. Faries, of the 
Atchison, Topeka & Santa Fe Railroad. 

8. Locomotive tests.—The Committee to request members to 
make experimental tests to show the performances of locomo- 
tives, and to report the results to the Association : M. N. For- 
ney, of the Railroad Gazette; Professor R. H. Thurston, of the 
Stevens Institute of Technology, and W. Woodcock, of the 
Central Railroad of New Jersey. 

4. Locomotive construction.—This Committee to report, as 
far as possible, all new methods of construction which have 
been adopted by members during the past and for the coming 
year. J. Sedgley of the Lake Shore & Michigan Southern, L. 8. 
Young, of the Cleveland, Columbus, Cincinnati & Indianapolis, 
and Howard Fry, of the Philadelphia & Erie Railroad. 

5. The best system of signals for operating railrouds.—This 
subject to include train head signals, train tail and side signals, 
road or station switch signals, and appliances for indicating the 
speed of trains. John Thompson, of the Eastern, A. B. Under- 
hill, of the Boston & Albany, and John Ortton, of the Great 
Western Railway of Canada. 

Locomotive and tender wheels.—This Committee is to re- 
port breakages of wheels and tires, removals of tires, and 
causes of breakage or removal, and to report on the different 
methods of construction and of manufacturing various kinds of 
engine and tender wheels. 

J. N. Lauder, of the Northern of New Hampshire; G. W. 
Stratton, of the Pennsylvania, and 8. A. Hodgman, of the 
Philadelphia, Wilmington & Baltimore Railroad. 

7. Construction and improvements of continuous train brakes 
during the ensuing [past] year and their application to cars and 
locomotives. Chas. R Peddle, of the St. Louis, Vandalia & 
Terre Haute; F. Gould, late of the Missouri, Kansas & Texas, 
and George Richards, of the Boston & Providence Railroad. =| 

8. Lubricants Jor locomotives.—¥. B. Miles, of Philadelphia; 
H. D. Garrctt, of the Pennsylvania, and Edwin Garfield, of the 
Hartford, Providence & Fishkill Railroad. 

10. Standard Azies.—M. N. Forney, of the Rai'road Gazette; 
Coleman Sellers, of Philadelphia, and Gordon H. Nott, of Bos- 
ton. 

1k. Broad and narrou-gauge rolling slock.—W. 8. Hudson, 
of Paterson, N. J.; H. N. Sprague, of Pittsburgh, and H. G. 
Brooks, of Dunkirk, N. Y. 

12. Machinery jor supplying water to tanks.—The Commit- 
tee to give description of engine, windmill or device, with cost 
of working seme. J. L. White, of the Evansville & Crawfords- 
ville ; J. H. Flynn, of the Western & Atlantic, and Howard Fry, 
of the Philadelphia & Erie Railroad. 

Mechanical laboratory.—The Committee to take into con- 
sideration the propriety of establishing a mechanical labora- 
tory: W. A. Robinson, of the Great Western of Canada; Reu- 
ben Wells, of the Jeffersonville, Madison & Indianapolis ; J. M. 
Boon of the Pittsburgh, fort Wayne & Chicago; N. E, Chap- 
man, of the Cleveland & Pittsburgh, and H. M. Britton, of the 
White Water Valley Railroad. 

The Committee of Arrangements for the Convention this 
year are H. G. Brooks, of Dunkirk, W. M. Strong, of the New 
York & Harlem, and J. Van Vechten, of the Erie Railway. 

MASTER CAR-BUILDERS’ ASSOCIATION. 

This association will hold its annual convention on Wednes- 
day, June 9. The hotel selected for the accommodation of 
members is the Grand Central, No. 671 Broadway. 

As there are several hotels of similar name in New York, 
strangers in the city should be careful to name the Grand Cen- 
tral, as there are the Grand Hotel and Grand Union besides. 

AMERICAN SOCIETY OF CIVIL ENGINEERS. 

This Society will hold its Seventh Annual Convention in 

Pittsburgh on the 8th, 9th and 10th of June. 


Record of New Railroad Construction. 











This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows : 

Easton & Amboy.—The line has been extended westward 24% 
miles to the east end of the Musconetcong Tunnel, 50 miles 
from the eastern terminus at Perth Amboy; and west of the 
tunnel the line has been completed from Phillipsburg, N. J., 
east to the west end of the tunnel, 10 miles. 

This is a total of 124% miles of new railroad, making 208 
miles completed in the United States in 1875, against 347 miles 
reported for the same time in 1874 and 598 in 1873. 





“A Naw Swinpiine Issuz” (Hin neuer Emission. sschwindel) 
is the title of a series of leading articles which have recently 
appeared in the German-American Economist of Frankfort- 
-on-Maine, in which are discussed the contents of a French 
prospectus of au “improvement company” which purposes, 
we believe, to purchase the Denver & Rio Grande Railway, 
construct some 2,300 miles more of it in Colorado and New 
and Old Mexico, get possession of enormous estates of laud on 
the line, construct irrigation works, and sell the land that 
cost. it 50 cents and a doilar an acre jor $20 to $50 forf arms and 
$1,000 for town lots at a hundred new towns to be founded on 
the lines of the road. 





Economist seems to be incredulous, as it is of the good faith 
of the projectors of the company. 


the company in this country; but we think 


New York at 3 to 4 per cent., and ‘prime mercantile paper’ 


at 54% to 7, and we feel sure that s.me of the capitalists whe 
have been compelled to accept such meager returns on their 
money would like extremely well to put it where a dollar can 


There are many other things which the 
company proposes to do, by which it holds out to investo:s 
in it the promises of enormous profits, concerning wh:c’: tle 


We have no doubt, how- 
ever, that they do intend to make a great deal of money out 
of the ssheme—for some one. We have heard nothing said of 
it a 
grievance that a scheme with so many mullions in it and 
so sure of success should not be offered to American invest- 
ors. Wesee the money market reports qucte “call loans” in 


be turned into a thousand, or even into twenty. It mast have 
been a great deal of work to get up that Frenct prospectus of 
three or four hundred pages, and we think it might all have 
been saved simply by Cemonstrating in Wall street the cer- 
tainty of the prospects of about one-half of the profits prom- 
ised to the Frenchmen ; and we are very anxious that such a 
mint of money should not go out: f the country. How sbali 
we ever resume specie payments if all the profits of this great 
improvement goto France? But there is little hope of our 
‘sharing in the profits, we fear. Three French counts ani a 
maiquis arein the Council of Administration, and join in 
inviting their countrymen to share in the vast fortune which 
Americans permit to escape them. 


Deneral Mailroad Mlews. 
ELECTIONS AND APPOINTMENTS. 

Detroit, Lansing & Lake Michigan.—Mr. P. A. Shaver has 
been appointed Master of Transportation and Train Master of 
the Eastern Division (Detroit to Ionia), with headquarters at 
Detroit, Mich. 
Southern Pennsyloania,—At the annual meeting in Reading, 
Pa., April 19, Col. James Worrall was chosen President, wit 
the following directors: George Hench, E. M. Clymer, Daniel 
Ermentrout, Diller Luther, Hiester Clymer, P. 8. Ermold, Ho- 
ratio Trexler, William H. Clymer, Charles B. McKnight, Jere- 


miah Hagenman, R. Milton Speer, Christian Stolz. The board 
elected IF’, J. Grovetent, Secretary and Treasurer. 


South New Jersey.—This company has been organized at 
Woodstown, N. J., by the election of the following directors : 
Jonathan Colson, Joseph L. Duell, Barclay Edwards, James 
Gardiner, George Horner, E, B. Humphreys, James D, Lawson, 
William 8. Mattson, James P. Michellon, Jacob H. Mounce, L. 
8. Pancoast, George M. Tatum, Benjamin L. Taylor. ‘The 
board elected Wm. 8. Mattson, President. 


Delrott, Mou.rve & Toledo.-At the annual meeting in 
Detroit, April 20th, the following directors were elected: Au- 
gustus Schell, New York; William Williams, Buffalo; William L. 
Scott, Erie, Pa.; Amasa Stone, H. B. Payne, Stillman Witt, Geo. 
B. Ely, C. P. Leland, Cleveland; Albert Keep, P. Morehouse, 
Chicago; Warner Wing, Monroe, Mich. The road is leased by 
the Lake Shore & Michigan Southern. 


Davenport & St. Paw.—Mr,. John L. Kellogg has been ap- 
pointed General Freight and Ticket Agent. 

Texas & Pacific.—At the recent election of directors the fol- 
lowing were elected for the current year: Thomas A. Scott, 
Frank 8. Bond, Matthew Baird, W. H. Houston, John McManus, 
R. D. Barclay, Philadelphia; M. O. Roberts, H. G. Stebbins, 
H. G. Marquand, New York; W. M. Harrison, Jefferson, Tex.; 
—— Nesmyth, San Diego, Cal.; W. H. Walters, Baltimore ; Al- 
fred Gaither, Cincinnati; W. C. Hall, Louisville ; J. N. MeCul- 
lough, Pittsburgh, Pa. ‘Two vacancies remain to be filled. Col. 
Thomas A. Scott was re-elected President; Frank 8. Bond, 
Vice-President ; E. B, Hart, Secretary and Treasurer; W. H. 
Abrams, Land Commissioner. Mr. Abrams, who was formerly 
connected with the Kansas Pacific, succeeds Ex-Goy. Throck- 
morton, who has resigned. 

Hot Sprivgs Brancen.—The officers of this company are: 
President, Joseph Reynolds; Directors, P. H. Ellsworth, Wm. 
suas, James F, Bassett, George P. C. Rumbough. The 
office of the company is at Hot Springs, Ark. 








Ashbel Welch, Richard Stockton. The board subsequently 
elected Nathaniel 8. Rue, President; James W. Allen, Vice- 
President; James L. Rue, Secretary; Golen B. Miers, Treasurer. 
The road is leased to the United New Jersey Company and sub- 
leased to the Pennsylvania. 


Missouri River, Fort Scott & Gulf.—Mr. J. E. Lockwood has 
been appointed General Ticket Agent and A, H. Campbell, Pur- 
chaser and Paymaster, in place of Mr. Allan Bourne, who held 
the two former offices. 

Atchison, Topeka & Santa Fe.—Mr. Egbert has been ap- 
pointed Assistant Superintendent, in place of W. H. Bancroft, 
resigned. 

St. Louis, Kansas City & Northern.—Mr. B. W. Lewis, Jr. 
has been chosen President, pro tem., to fill the vacancy caus 
by the death of Mr. Hoge. Mr. Lewis isa prominent Lesiness 
man of St. Louis. 

Great Western Dispatch.—Mr. H. R. Duvall is to be General 
Manager of the consolidated Great Western and Erie & Pacific 
Dispatch fast freight lines. 

United States Railroad Mutual Life Insurance Association.— 
At the annual meeting in Cincinnati, April 21, the following 
officers were chosen: President, Franklin Fairman, [linois 
Central; Vicc-Presidents, P. P. Young, Atlantic & Great Western; 
O. P. McCarty, Indianapolis, Bloomington & Western; A. J. 
Sleeper, Kansas Pacific; Wm. 8. Cotringer, Pennsylvania; E. V. 
Cherry, Indianapolis, Cincinnati & Lafayette. Executive Com- 
mittee, C. D. Alexander, Pennsylvania; O. C. Briggs, Philadel- 
~ & Reading; M. R. Wood, Chicago, Rock Island & Pacific; 

. O. Jones, Pittsburgh, Cincinnati & St. Louis; W. G. Gale, 
Baltimore & Ohio. Finance Committee, Charles McGinley, 
mE gary & Reading; David McKnight, Pennsylvania; 
James W. Allen, West Jersey. 

Ashley River.—The stockholders met in Charleston, 8. C., 
April 20, and organized the age mJ by: electing A. F. Ravenel 
President, with the following directors: T. hd Barker, R. R. 
—— U. 8. Gadsden, G, E, Gibbon, T. D, Jervey, C. O, 

itte. 

New York, Boston & Montreal.—Yhe New York Supreme Court 
has appointed Daniel Butterfield Receiver in a suit for debt. 

Breanu.:'cr & Frankford.—At the annual meeting in Mills- 
boro, Del., April iv, ic following directors were chosen: John 
Hickman, John T. Long, duiwnw W. Cannon, Ebe W. Tunnell, 
Benj. Burton, Wm. 8. Phillips, of Delaware; Messrs. Bell, 
Moore and Hendrexson of New York. The last three are new 
directors, replacing Henry Hickman (deceased), G. H. Wright 
and Wm. A. Gum. The board elected John Hickman, Presi- 


dent, and Wm. A. Gum, Secretary and Treasurer. 


Michigan Central.—Mr. Allan Bourn has been appointed Pur- 
chasing Agent. He has been connected for six years past with 
the Missouri River, Fort Scott & Gulf, as General Ticket Agent 
and Purchaser. 


. Quincy, has been made Secretary of the Receiver and Store. 
eeper. 

Boston, Hoosac Tunnel & Western.—Mr. F. W. D. Hol 
formerly Assistant Engineer and a of the Bur. 
lington & Missouri River Railroad in Nebraska, has — an 
aan as Division Engineer of the above line, with office 
at Shelburne Falls, Mass. 

St. Louis, Iowa & Minnesota.—The first board of directors of 
this new company is as follows: H. L. Huff, George Staley, 
Samuel R. Edgington, E. W. Eastman, J. C. Moorman, ‘ee ry 
Williams, J. C. Narrum, John Hall, J. H. Cusack. 


St. Louis, Lawrence & Western.—At the annual meeting, 
April 12, the following directors were chosen: James Blood, & 
L. Clark, T. C. Darling, J. P. Devereux, Joel Grover, W. Hadley, 
O. E. Learnard, T. L. Marshall, J. Q. A. Norton, J. K. Rankin, 
J. P. Usher. The board elected J. P. Usher, President; 0, E, 
Learnard, Vice-President and Secretary. 
Mobile & Ohio.—At the annual meeting in Mobile, Ala,, 
ane 20, the following directors were chosen: J. J. Walker, W. 
- Pratt, M. Waring, H. Hall, of Alabama; A. J. Gillespie, A. 
Murdock, of Mississi pis A. F. Elliot, of Louisiana; W. P. Halli- 
day, A. B. Safford, o Hinois; Wm. Butler Duncan, R. K. Dow, 
W. H. Hays, W. E. Kimball, of New York. The only new di- 
rectors are Messrs. W. E. Kimball and A. B. Safford, who take 
the places of David Utley and W. D. Dunn. 


Atlantic & Pacific Telegraph.—At the annual meeting in New 
York, April 28, the following directors were chosen: Oliver 
Ames, Elisha Atkins, 8. L. M. Barlow, Benj. E. Bates, T, 
Gordon Dexter, Sidney Dillon, G. M. Dodge, Thomas T, Eckert, 
William H. Guion, Jay Gould, C, P. Huntington, L. M. Mills, J. 
H. Mortimer, C. J. Osborne, G. G. Sampson, James D. Smith, 
E. D. L. Sweet, W. J. Syms, Henry M. Taber. 





PERSONAL. 


—Mr. Julius H. Pratt, the chief promoter of the Montclair 
Railroad and for several years its President, has gone into 
bankruptcy. He was interested largely in real estate speula- 
tions and owns a great deal of unimproved property. 


—Mr. Bartholomew Vrooman, one of the oldest railroad men 





in New York, died suddenly in Geneva, N. Y., recently, at the 
age of 75 years. He was a contractor on the Albany & Sche- 


nectady and Auburn & Rochester roads and on several lines in 
Massachusetts, and was for a number of years Road Master on 
the western end of the New York Central. 


—Mr. Wm. H. Hathaway, Foreman of the car shops of the 
Toledo, Wabash & Western Railway, died April 18. He had 
been in the service of the road from the time it was first built, 

—Mr. Wm. K. Nimick, who died in Pittsburgh, April 19, was 
for many years a large stockholder and a director of the Alle- 
gheny Valley Railroad Company. He was extensivel amen 
in the iron manufacture and had acquired considerable wealth, 


—Mr. H. R. Torrey, late Foreman of Round House of the 
Chicago, Burlington & Quincy Railroad at Aurora, has entered 
the service of the United States Rolling Stock Company. 

—Mr. M. W. Torrance, Superintendent of the Western Divi- 
sion of the New York Central & Hudson River road, has resigned, 
in consequence of the consolidation of the Western and Middle 
Divisions of the road. 


TRAFFIC AN 





D EARNINGS. 





Plour and Grain Movement. 
For the week ending April 17, receipts and shipments are 
reported as follows : 


Northern Pacific.—Mr. Charles B. Wright, of Philadelphia, Flour— 1875. 1874. Inc. or dec. P, ¢, 
has been chosen President in place of Gen. G. W. Cass, re- | Lake ports’ receipts....... 99,818 114,603 Dec. 14,7385 12.9 
signed on account of his appointment as Receiver. Mr. Wright | Lake ports’ shipments.... 103,174 107,266 Dec, 4,092 38 
has been for five years a Srecter and Chairman of the Finance — receipts.... 201,140 198,477 Inc, 2,63 18 
Coanmittee, . ___ | Lake ports’ receipts. ..... 576,988 815,209 Dec, 238,291 19.2 
_ St. Albans Iron & Steel Works-—At the annual meeting in | Lake ports’ shipments ... 373,568 966,847 De, 593,279 61.4 
St. Albans, Vt., recently, the old board of directors was re- | At.antic ports’ receipts.... 518,060 662,742 Dec, 144,682 21.9 
aoe, 3 follows: hay Remington, Lion, R Y.; Isaac Os- oe i eee enna tani. endin iaal 

ood, ic st ks Gh i 4 . D. & 6 ports’ receipte....... 26 994, ec. , { 
fA. Smith’ F.8. Fate 5 . y ae che a porte’ chigmenie.... 381,688 518,959 Dec. 137,271 26.4 

> . : eaten Atlantic ports’ receipts,... 1,040,596 1,426,210 Dec. 385,614 21.0 

Pemberton & Highistown.—At the annual meeting in Hights- Grain of all kinds— 
town, N. J., April 15, the following directors were chosen: | Lake ports’ receipts....... 1,550,096 2,123,765 Dec. 773,069 33.8 
Nathaniel 8. Rue, James W. Allen, Alexander Shreve, Joseph | Lake ports’ shipments.... 979,639 = 1,787,044 Dee, 757,55 43.6 
Holmes, Colen B. Miers, Nicholas Waln, Jr., John G. Stevens, | At‘antic ports’ receipts... 1,897,444 2,448,903 Dec, 551,459 22.5 


The shipments from lake ports for four weeks have been for 
bee weeks ending with the dates at the heads of columns 
elow : 


March 27, April 3. April 10, Apuiil 11. 

FlIOUP ..00 cc ccece ++ 88,368 154,275 98,652 158,174 
GPAID..ccccccccccccscccce 987,241 1,054,587 1,132,815 979,589 
There is thus no increase in shipments as yet. It would 


be natural for holders to keep back their grain to ship by lake, 
but that rail rates leave little to be saved by the cheapest water 
conveyance. 


Goal Movement. 
Week ending April 1: 
1875. 
Anthracite, tons..........+... 217,779 
Semi-bituminous, Brcad Top 


1874 
446,861 


Inc. or Dec. 


P.¢. 
Dec, .229,82 51% 


and Clarfield......... ..++ 27,616 ° 
CUMVSTE BE. 2000 cr ccvoreccece 47,.55 * 
Bituminous, Western Pa...., 29,518 oe 

es Weat Va........ 3,105 ° oeee 


Coke, Western Pennsylvania 13,471 


Lumber Production. - 
The following estimates of last Winter’s cut in the lumber dis- 
tricts of Northwestern Michigan are published by local papers: 


sone 






Feet, 
Logs at mills in Gratiot County........... ineead 117,950,008 
Logs cut on Grand River aud triLutarie we 183,000; 
Logs cut on Saginaw Ruver and tributaries.... ....... «+++ 655,000, 
caieensiliieille 
GME .ci sséeesd uscd Unvyivesnsdabeoen beasaaieen «+ « 855,950,000 


This is for the districts whose outlets are on Lake Huron, ont 
does not include the immense production which is shipped a 
Lake Michigan ports. 

For the week ending —_ 24 receipts at Chicago were 61,747 
barrels of flour and 1,285,802 bushels of grain of all kinds, 
against 61,811 barrels of flour and 1,766,250 bushels of grain al 
the corresponding week of last agen There is a decrease in of 

rains. The shipments for the week were 47,886 barrels J 

our and 456,028 bushels of grain 6f all kinds, against ae 
barrels of flour and 2,412,341 bushels of grain of all kinds bf 
the corresponding week of 1874. The grain shipments W 
thus less than a fifth of last year’s, navigation not being open 
either year during that week. 


Tron Movement. 


Receipts of iron ore and pig iron at St. Louis for the first 
quarter of 1875 were : 





January. Febroary. March. Tu 

Iron ore, tous.......... 3,980 3,115 4.610 4 

Pigiron, “ ere S| 3,861 4,570 press 

, er ee 021 6,976 9,180 22,171 
The Anthracite Ooal Miners’ Strike. 








Toledo, Peoria & Warsaw.—Mr. O. M. Higginson, late chief 
clerk of the Locomotive Department of the Chicago, Burlington 


Contrary to general expectation the miners in the Schur 
region when the question was submitted to them by the 
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of their society, gave a nearly unanimous vote in favor of con- 
tinuing the strike. A long fight is now looked for, as the com- 
nies are determined not to give way, believing that to do so 
is practically to abandon to the men the control of the busi- 
ness. The few private operators are so dependant upon the 
eat companies, who control all the transportation lines that 
fhey cannot act without their consent. There appears to be a 
very bitter feeling against the coal companies among the 
miners, especially against the Philadelphia & Reading Com- 
any, and some of the mines continue to be guarded by State 
roops, the local authorities being unable to preserve the peace. 
Not only the railroads but the iron furnaces and rolling 
mills of the Schuylkill and Lehigh valleys have been much em- 
parrassed by their inability to get coal enough to supply their 
daily needs. There has been little trouble so far as domestic 


consumption is concerned, that demand being pretty well P- 
plied by the large stocks on hand at the beginning of the 
strike and the continued production in the Lackawanna 


region. 
Montreal Lake Traffic. 

This season there is to bea daily line of steamers between 
Montreal and Lake Ontario ports, and a tri-weekly line from 
Montreal to Milwaukee and Chicago and two steamers will ply 
between Lake Superior and Montreal. The fleet will consist of 
18 first-class steamers, connecting with the Allen line of ocean 
steamers between Montreal and Liverpool. Most of the freight 
it is said, will be transferred at Kingston, as cheap barges will 
do the river work so much cheaper than Jake steamers as to 
more than counterbalance the cost of transferring. 


Lake Freights. 
Though the first contracts taken for corn from Chicago to 
Buffalo were reported at 44% to 5 cents per bushel, it is said that 
already, before navigation has a, vessels are chartered at 4 
cents, which is probably the lowest rate ever made for the 
opening trip of a vessel. 
Railroad Earnings. 
Earnings have been reported by the following compauies : 
Year ending December, 31. 























1874. 18738. Inc.orDec. P.c. 
Atchison & Nebraska...... $353,205 $372,655 Dec... $19,460 6% 
EXpeNseS.....s+e0sseeeee 270,325 235,283 Inc... 25,042 10% 
Net earnings ....... $82,880 $127,382 Dec.. $44,502 35 
Earnings per mile........ 2,350 2,484 Dec.. 129 5% 
Per cent. of expenses.. ... 716.53 65.82 Inc... 10.71 16% 
Logansport, Crawfordsville 
& Southwestern.......... GRAD BITE .ncccccces . socccocesovsco eves 
EXPenseS...++.+eeeeeeres BBD, TTE ncccccccce secsvesevceses cece 
Deficiency......+.... STORE ccccccccee ceccteseserese sion 
Earnings per mile........ ZUIB .cccccccee secccrccevcces . 
Per cent. of expenses..... TER DD  cvccecnccd wekbecessbones 
Missouri River, Fort Scott 
BGM, 0c cc0ctecescsccece $693,400 $707,982 Dec.. $14,582 2 
EXpeNs@S....+-seseeeeees 409,479 492,658 Dec.. 83,179 16% 
Net earnings........ $282,921 $215,324 Inc... $68,597 31% 
Earnings per mile....... 4,334 4425 Dec 91 2 
Per cent. of expences. ... 59.05 69.59 Dec.. 10.54 16% 
Mobile & Ohio............. $2,391,019 $2,801,127 Dec..$410,108 145 
Expenses....... staveoe -. 1,683,154 2,023,971 Dec.. 340,817 16% 
Net earnings........ $707,865 $777,156 Dec.. $69,291 8% 
Earnings per mile...... - 537 5,428 Dec.. 891 15% 
Per cent. of expenses.... 70.39 67.70 Ine.. 2.69 4 
Year ending March 31: 
1874-75. 
Keokuk & Des Moines,.... BUEN. beccncsage 00b6d000600000 
Earnings per mile ...... GROW * cocccecces 006000n0d00000 
Three months ending March 31: 
1875. 1874. 
Michigan Central.......... $1,553,734 $1,806,422 Dec.. $262,688 14 
Midland of Canada........ 44,710 49,370 Dec.. 4,660 9% 
St. Louis & Southeastern.. 254,523 319,257 Dec.. 64,734 20% 
Month of March: 
Dootia & Rock Faland..... SBR BOG — ccccccce © ccccvcccecccce 
NE css cescccceses 19,252 cccccces covcccvcccccrs 
Net carnings....... §2B,1BE>  ...ccces cevccee covces 
Per cent, of expenses... GE.BB > cccccces cocsecvcnseses 
Philadelphia & Erie...... $252,286 $247,626 Inc.. $4,660 1% 
EXPOMS28......00.0c0008 68,143 182,400 Dec.. 14,257 7% 
Net earnings....... $84,143 $65,226 Inc.. $18,917 29 
Faroings per mile...... 876 860 Inc.. 16 6 «1% 
Per cent. of expenses... 66.65 73.66 Dec.. 7.01 9% 
Second week in April: 
Denver & Rio Grande..... $7,539 $6,061 Inc.. $1,478 243; 
8t. Louis, Iron Mt. & So.. 77,800 69,982 Inc.. 17,818 29% 








“THE SCRAP HEAP. 


A Testing Machine Wanted. 

The Board appointed by the President of the Uuited States 
tomake tests of metals, asks for proposals for the construction 
of a machine suitable and convenient for subjecting to either 
tension or compression specimens of iron, steel or other metals 
of all lengths up to 45 feet, and of any width up to 30 inches, 
The machine must have a maximum testing capacity of 800,000 
pounds and be capable of accurately measuring strains. The 
machine is to be furnished complete with all necessary tools 
and giving machinery, and with holding down bolts ready for 
erection. It must be delivered within five months from date of 
contract. It will be further demanded that the machine shall 
be taken back in part payment for a machine of 2,000,000 
poune, testing capacity at an early date, which may be speci- 
hy in the proposals, and upon terms which may be stated in 





. Satisfactory guarantees will be required and a penalty of 
$100 per day in case of non-fulfilment of contract. e gen- 
eral proportions of the machine must be based upon a factor 
of safety of six. 

Proposals will be received until June 1. They must be ac- 
companied by complete specifications and general working 
drawings showing dimensions of the principal parts. The 
must be addressed to the President of the Board, Lt.-Col. T. T. 
8. Laidley, U. 8. A., Watertown, Mass. The privilege is re- 
served of rejecting any or all proposals. 
Railroad Manufactures. 

The Baltimore Car Wheel Company’s Works in Baltimore are 
uly employed, and the company is considering the question of 
enlarging them shortly. 

ne Putnam Machine Company, of Fitchburg, Mass., recently 
ps a heavy car-wheel borer to the Vermont Central shops 
a St. Albans, Vt., and another one to Texas. 

; Vulcan Iron Works at South St. Louis (Carondelet) are 
e-rolling a lot of rails from Texas. 
nine-ton narrow-gauge locomotive built by Porter, Bell & 


» recently hauled six freight cars loaded wi in and one 
he Poet car up the Hopewell grade of 105 feet to the mile on 


é Peach Bottom Railroad. 
British Rail F orts, 


For the month of March the total ex 


ae rts of railroad iron of 
nds are reported by the Board of 


rade as follows : 


Tons 1876. 1874. Decrease. Per cent. 
Vales Tre eesees $1,369 62,992 81,623 50.4 
setae. ++ coves «£919,190 £823,094 £503,904 62.2 


The exports to the United § i 
tates were onl: 082 tons this 
Teor tnd 11,047 last, against 20,552 in March eth 

e three months e with March the total British ex- 


Ports were 102,626 tons in 1876 against 159,308 in 1874, but while 


the decrease in quantity is little more than a third that in value | Division of this road, are to be removed to St. Louis and con- 
fe indicates a gen- | solidated with those of the main line. 


is nearly one-half. The decrease in quantity 

depression in railroad construction the world over. In iron 

of all kinds there has been an increase in the quantity export- 

ed, but not even low prices have been effec in stimulating 

the demand for rails. 

The exports of railroad iron to the United States for the first 
quarter for three years have been : 


1873. 1874. 1875. 
ihtinwas ne saves os 69.453 28,025 9,013 
MRcbe sree seescncies £369,819 £377,661 £115,630 
Average price.........-£12 108, 61. £13 9s. 61. £12 lds, 6d. 
The movement in the price is not at all expressed by the av- 
erage price of imports given above, the fact being that most of 


the importations in 1873 were of iron, and since that time 
scarcely anything but steel has been taken. This year’s im- 
rts are about enough to lay a hundred miles of track, while 

e amount really needed for renewals alone for one quarter on 
our roads in operation can hardly be less than 2,000 miles. 
Rapes of Locomotives. 

e United States Treasury returns for the last fiscal year 
(ending June 30, 1874) show exports of 79 locomotives, rq 
an invoice value of $1,147,366, the average value being — 
Of these the oe number, 19, went to Chili ; Russia took 1 
Brazil 13, Cuba 12, Canada 9, Argentine Republic 4, Mexico an 
Central America each 8, and Peru 2. The number recorded as 
sent to Canada is undoubtedly less than the number really built 
for Canadian lines, as a large lot were built in the New England 
shops for the Grand Trunk, these, however, being probably 
delivered to that road at Portland, and not counted among the 
exports. 

Preservation of Oross Ties. 

The Engineer says: 

* Railway sleepers injected with sulpbate of copper will be 
preserved indefinitely, yy the copper remains in its 
original combination with the ligneous tissue. But Mr. Max 
Paulet shows that on railways where carbonate of lime exists 
in the stone baliasting of the track or in the svil, the carbon- 
ate gradually penetrates the wood and substitutes the copper. 
Decay tben follows, for carbonate of lime is not a good 
agent.” 


OLD AND NEW ROADS. 











Continued from Page 172. 
Macon & Brunswick. 

The bondholders met in New York, April 22, and appointed a 
committee with authority to buy in the road on their behalf at 
the sale in June next, and to hold it and operate it, and make 
such arrangements for a reorganization as may be necessary or 


expedient. 
Oentral, of Minnesota, 

It is stated that arrangements have been made by which this 
road will be run in connection with the Southern Minnesota, 
giving its business to that road. 

There is talk of an extension this Summer from Wells south- 
ward, to a connection with the Central of Iowa. 


Chicago, Rockford & Northern. 

This company, which is to build the road from Rockford south 
to Rochelle, to connect with the Chicago & Iowa, has been 
os for 75 teams and 100 men, to work on the grading 
of the road. 


Oincinnati, Cumberland Gap & Oharleston. 

The damages done to this road, by the recent floods in East 
Tennessee have been repaired and the running of trains from 
Morristown, Tenn., to Wolf Creek has been resumed, 

Kansas City & Memphis. 

A dispatch from ~ or on™ Mo., says: “The Kansas City 
& Memphis Railroad, of which Gol, John M. Richardson is 
President, was to-dgy leased to Maj. Chas. Sheppard and others. 
Considerable feeling is manifested in consequence of so fair a 
prospect of the early completion of this road. Work on the 
road will be resumed as soon as the liens are removed. The 
road-bed is completed between this city and Greenfield ready 
for the iron. Heretofore all attempts to obtain possession of 
the road have failed.” 

Wilmington & Reading. 

Application has been made to the United States Circuit Court 
in Philadelphia by some of the bondholders for the appoint- 
ment of a receiver and an injunction against the sale of the 
road by the sheriff. . Baer, of Re , appeared in Court 
and agreed to withdraw the suits in which judgments had been 
obtained and to join in a gy for foreclosure, provided a 
receiver could be appointed. The case was adjourned over to 
this week, and pending the hearing the sheriff’s sale has been 
adjourned from April 22 to May 6. It is probable that the fore- 
closure suit will proceed, and that the other suits, which were 
to recover money on unpaid coupons, will be dropped. 
Pittsburgh, Oincinnati & St. Louis. 

A Lone (Ind.) dispatch says: “The police have suc- 
ceeded in breaking up an organized gang of car thieves in this 
city, headed by three brothers named Wright, who for months 

ast have been robbing this road of a nee quantity of freight. 
eir mode of operation was to board trains in the city and 
open the cars by means of keys obtained from ex-employes of 
the company, and then outside the city throw the goods = 
which were picked i. py Aw eo comrades, A large quantity o' 
oods were recovered at Wright’s house. A grocer of this city, 
ohn K. Katli, was arrested to-day for selling the goods. Nine 
aseeeta Bove been made, and the police have warrants for sev- 
eral others.” 


Orntral Branch, Union Pacific. 
This road has been seized by the United States Collector, for 


failure to pay sealer! oy cent. taxon its ea be 
sold May 8, unless the tax is paid, or other legal proceedings 
intervene. The claim is about $18,000. The running of trains 
is not interfered with. 


St. Jeong & 8t. Louis, 

Immediately after the annual meeting in St. Louis, April 29, 
a special meeting of the stockholders was to be held, to vote on 
the question of ratifying the lease of the road to the St. Louis, 
Kansas City & Northern Company. 
Missouri, Iowa & Nebraska. 

This company has made a new offer to build an independent 
line into Keokuk, Ia., and a new bridge over the Des Moines 
River, provided the people of Keokuk give the right of way 


and depot grounds needed, and raise $20,000 in money for the 
road. 


St. Louis & Eastern. 

A company by this name has filed its articles of incorporation 
with the Secretary of State of Dlinois. The road is to extend 
from East Carondelet eastward to the Wabash River at Mount 
Carmel. The capital stock is to be $10,000,000, and the incor- 
porators are ©. P. Chouteau, Malcolm Henderson, C. C. Sim- 
mons, A. F, Dorman, G. F. nig . R. Garrison, Andrew 
Dorman, 8. H. Parks, A. X. Illiusky, E. Rutz and Gos Veile. 
Ohio & Mississippi. 

The offices of the Auditor, Treasurer, etc., of the former 





Springfield & Illinois Southeastern road, now the Springfield 





Mr. C. A. Beecher will 
remain in charge of the road as Superintendent. 

It is said that a new track will be put down on the § 
Division from Pana, Ill., to Tower Hill, seven miles, een 
Tr aoe the track of the St. Louis, Alton & Terre Haute 
road is used. 


Lewiston & Auburn. 


A moetas, of the stockholders was held April 22, when 
the lease of the road to the Grand Trunk Company was ra 

and it was determined that the suit pending in the Uni 
States Circuit Court should be dism and thero was a 
discussion as to what measures shall be taken to pay certain 
bills against the company. 

Atlantic, Mississippi & Ohio. 

This company has been experimenting in the use of coal in- 
stead of wood for its engines, and, it is stated, has ascertained 
that 2 considerable saving can be made by its use, 
trials are to be made, and if they are successful the necessary 
changes in the engines will be made. It is probable that Ten- 
nessee coal will be used. 


St. Louis, Iowa & Minnesota. 

The object of this recently-organized company is to purchase 
the Central Railroad of Iowa and to complete it from Albia, 
Ia., to the north line of the State of Missouri, and from North- 
wood to the south line of Minnesota. The capita) stock is 
fixed at $9,500,000. 

For the purchase of the first-mortgage bonds of the Central 
road, the company is authorized to issue an income bond in 
amount not to exceed $4,700,000, the same to be secured in 
the payment of its principal at the end of thirty years by a 
first mortgage on the property purchased of the Central Compa- 
ny from the Minnesota line to Albia, and a second mortgage from 

bia to Moulton, or the north line of Missouri, this mortgage 
to bea lien on the net earnings of and receipts from the 
~ mortgaged, save and except on that from Albia south, 
until the same shall annually pay 7 per cent. on the bonds 
issued. The indebtedness of the company, aside from that of 
the issue of the income bonds, shall not exceed $1,000,000, 


Keokuk & Des Moines. 


A correspondent informs us that the contract for the grading 
of the new line between Buena Vista and Sand Prairie has been 
awarded to Mr. Tim Ford, of Keo! Ta., and he has given a 
bond in $10,000 for the early completion of the work. Opera- 
on have already commenced with a large force of men and 

ans. 


Missouri, Kansas & Texas. 

It is stated that the trouble between this company and its 
employes has been settled and that the General Manager, Col. 
R. 8. Stevens, who has been in New York some time, has re- 
turned to Sedalia with full authority to make all necessary 
changes. It is also stated that Mr. Chappell, the General 8u- 
perintendent, and Mr. Dorwin, the General Ticket Agent, will 
shortly retire from their positions. 


Indiana & Illinois Ocentral. 

This road was sold at auction under foreclosure of mortgage 
in Indianapolis, ‘—_ 26. It was bid in for $50,000 by Messrs. 
Fahnestock and Mumford, as representatives of the bond- 
holders. The new owners, it is stated, will at once organize a 
new om vany and will complete the line to Indianapolis as soon 
as possibile. 

eroad is 85 miles long from Montezuma, Ind., west to 
Decatur, Ill. It was built in 1872 and 1873. 


Maine Oentral. 

A new round-house of brick, to hold 40 engines, is to be built 
at Waterville, Me., this summer. 

On suit of a stockholder, the United States District Court has 
granted a Legon! injunction to restrain the company from 
paying and the State Treasurer from collecting the tax assessed 
under the present law. The Judge remarked, on granting the 
injunction, that all the principles involved were covered by de- 
cisions of the Supreme Court. 


Lousiana Pacific. 

A bill has been submitted to the Louisiana Legislature 
by. the New Orleans Chamber of Commerce char- 
tering a company by this name to build a railroad from New 
Orleans to connect with the Texas & Pacific at Shreveport, The 
company asks for no subsidies except —— from taxation 
for a term of years. The corporators include some of the prom- 
inent business men of New Orleans. 


Ponseyivanie & Delaware. 

The Pennsylvania end of this road is to be sold as well as the 
Delaware section, the sale being advertised to take place May 
6 by the Sheriff of Chester County. ‘The sale is to be made nn- 
der a —oane for $15,862.64 obtained by Wm. A. Bell for bridge 
work done on the road. The road will be sold subject to a first 
mortgage of $1,083,000 and a second mortgage of $519,000. The 
stock, ‘which will be wiped out by the sale, is $900,000. The 
road is 384% miles long, from Pomeroy, Pa., on the Pennsyl- 
vania Railroad, southeast to Delaware City, and 22% miles of 
it are in Pennsylvania, the remaining 16 being in Delaware. 
The bonded debt is at the rate of $41,610 per mile, which is 
aes in excess of the value of the road. It has been worked 
: - ennsylvania Railroad Company since its completion in 


Obicago & Northwestern. é' 

It is reported that this company has finally concluded to fin- 
ish the new shops just outside of Chicago on the Galena 
Division. The estimated cost is about ,000, and the work 
is all to be done this summer. The buildings are to include 
one shop for blacksmith work and iron-working % 
80x300 feet ; one building for wood-working mach , two 
stories high, 80x300 feet ; two erecting shops, 80x300 feet each ; 


, 
one paint shop, 80x300 feet ; one store 50x300 feet; one 
oil House 40x50 feet ; one baller ston, 80200 toot ood a 
foundry. The buildings are to be constructed of and, 
with the exception of the one ‘. -7- for bem yn ay | 
yy x, 1 be one story high, outside walls to be 
ee . 

New Jersey Railroad Legislation. 

Among the bills passed by the New Jersey Legislature at its 
recent session were the f 3 

Act to authorize the Belvidere ware Railroad Company to 
issue bonds and to secure the same 

Act relating to railroads sold 


6. 
ge, oriotsies 
the formation of a new corporation, consolidation of road wit 
another, etc. 


¥ ms “roy ~ neh ihe Le of Ln wae * os New 
or! mg Branc 6 e e, 
the Red Ba: & Humes Nook fine Bouts : he Hig Bootes 
and the Bridgeton & Port Norris 


Railroad oe, 

Act granting certain powers to the Cen Stock Yard & 
Tra Company for the preservation of their eet nee 
taining order upon their premiges, and punishing offe 
Loganepert, Orawfordsville & Southwestern. 

ere is trouble among the employes, and it is expected that 
they will strike unless their wages are paid up very soon. 


Ohicago, Saginaw & Oanada. 








The first installment of the iron has been received, and track- 
laying will be begun very soon. The road is graded for 40 

















178 





miles westward from St. Louis, Mich., the terminus of the 


Saginaw & St. Louis ag my the iron for this section is all to 
be delivered by June 1. The railroad bridge over the Saginaw 
River is ready for the iron work. 


Welland Oanal Improvement. 

Itis reported that the work on this improvement is mak- 
ing rapid progress, and that it is probable that there will be a 
clear wa vessels wegen Bag ve feet of water from Chicago 
and Duluth to Quebec within three years. An effort is being 
made to have a further enlargement to admit vessels drawing 
14 feet. ‘ 
bast Tennessee, Virginia & Georgia. 

Some time since Peter A. Shearer brought suit to recover 
$500,000 from this company as penalty for a large number of 
violations of a State law requiring the train-men to call out in 
each car at each station the name of the station and the length 
of the stoppage. The law has never before been enforced. 
The cases came up recently in the Circuit Court at Morristown, 
Tenn., and were dismissed, Mr. Shearer having failed to fur- 
nish the required security for payment of costs. 


Memphis & Little Rock. 

The Little Rock (Ark.) azet/e says: “ All reports relative to 
the rebuilding of the shops at Forrest City, Lonoke, or other 
stations, are without foundation. They will be rebuilt either 
in Argenta, at or near the Fort Smith railway crossing, or in 
this city. The general office of the company will, in all proba- 
bility, be removed to Little Rock in less than three months.” 


Oanadian Pacific. 


The present position and prospects of the line are thus 
aul up by the Toronto (Ont.) Monetary Times of April 
16: ‘* Tbe Eastern terminus of the railway has been fixed 
near Burnt Lake, a point about 30 miles south of Lake 
Nipitsing. To connect this end of the road with our existing 
railway system, arliament bas voted a subsidy of $12,000 per 
mile to the Canada Ceniral, to enable it to extend its road to 
wherever the junction may be, near Burnt Lake. This exten- 
sion will be about 120 miles, and we understand the work is 
to be immediatly proceeded with. From Burnt Lake tothe 
mouth of French River—astretch of 85 miles—we have what 
is known at present as the Georgian Bay Branch, although we 
bave been informed on high authority that it may yetbea 

art of the mein Pacific line. Others, bowever, believe this to 
os geographically impossible. The contract for this section 
bas been let to Senator Foster (since resigned) the price being 
$10,000 per mile in cash, interest at 4 per cent. for twenty-five 
years on the sum of $7,500 per mile, and 20,000 acres of land 

er mile; the railway to be retained by the contractor, who 
s bound to run itunder such regulations asthe Governor-in- 
Council may order, Whether any individual can long be com- 
pellee to run a railway at a loss, if loss there should be, is 


* Montreal and Quebec are to be put in connection with 
the Georgian Bay Branch by the extension of the Northern 
Colouization Railway and Torunto, Hamilton and the West, 
by means of the continuance of the Northern Extension or 
some other railway—a distance of about 65 miles. be Goy- 
ernments of Ontario and Quebec are expected to assist exist- 
ing railway companies in making these connections, and when 
completed, there will be continuous railway communication 
both from the east and west with the mouth of French River 
on the Georgian —_ j : : 

* From the mouth of French River there is uninterrupted 
water communication (unless the Sault Ste. Marie Cana! may 
be considered an exception), with Thunder Bay, tho western 
extremity of Lake Superior. From Thunder Bay to Lake 
Shebandowan isa distance of 45 miles, and Parlhament has 

ust approved of the contract entered into with Messrs. 

i#ton & Waid to construct a railway between these pvints. 
The contract price is $406,194, but this does not, of course, in- 
clude rails. This piece of road, as also the Georgian Bay 
Branch and Canada Central Extension, has to be completed 
by the 1st of January, 1879. 

‘* From Luke Sbebaudowan to Rat Portageat the northwest 
corner of the Lake of the Woods, we have another long water 
stretch. By an improvement to be made at Fort Francis, the 
number of portages are to be reduced, but there will still re- 
main several between Shebandowan and Lake of thu Woods. 
Some of them are quiet short, but they must continue to be 
a great drawback to the Dawson route, and will prevent-its 
being very attractive even aiter the railway secti ‘ns are com- 

leted. ith the exception of these portages, however, there 
is safe and pleasant ng all the way to Rat Portage, the 
scenery in some parts being very striking and beautiful. 

“From Rat Portage to Winnipeg, or we should more pro- 
perly say to the River, is a distance of about 114 miles. 
There is a narrow, shallow neck at one part of Lake Manitoba, 
about 900 feet wide. It has been decided that the railway shall 
cross there, instead of going down to Winnipeg, as the bend 
necessary to reach that town would, it is estimated, cost 
$1,100, additional. The first 37 miles westward from Rat 
Portage is a very hilly, rocky country, the termination of 
which is near Cross Lake. The tenders sent in to the Govern- 
ment for the construction of this section were so high, in some 
cases, and the amounts so different, that ft is proposed to 
make further surveys, and possibly ask ucw tenders. The 
work will not be much a however, as Parliament gave 
the Government power to let the eontract without waiting 
for its ratification. From Cross Lake to Red River, 77 miles, 
the contract has been awarded to Messrs. Sifton & Ward, the 

rice being a lump sum of $402,950, exclusive of rails. This 
fs $5,233 per mile. 6 hie ; 

“Tt is confidently expected that this mixed rail and water 
route will be comple for the season’s business of 1877. It 
now takes about two weeks to get from Ontario or Quebec to 
Manitoba through our own territory, and it is expected that 
the improvements now placed under contract, will reduce the 
time from Moutreal or Toronto to four or five days. If pas- 
sengers or shippers prefer an all-rail route they can use the 
American railways, and reach Manitoba via Pembina, for that 
branch of the Pacific road was put under contract to Mr. 
Joseph Whitehead last tall, and we believe the vrading of a 
considerable portion of it has already been completed. It is 
expected to be finished this fall. As it is generally understood 
that the section of the Pacific Railway north of Luke Superior 
will be left to the last, the country being very rougu and bar- 
ren, we suppese our business with the Northwest will have to 
be done by the Dawson route, or partly by American railways, 
for many years to come. It remains to be seen whether this 
will prove satisfactory.” 


Gilman, Olinton & Springfield. 

During a heavy wind-storm on the afternoon of April 8 the 
round-house of this road at Clinton, Ill., was blown completely 
down, the wails falling in and letting the heavy root duwn on 
the engines, of which there were two in the house, which were 
thoroughly demolished. The loss is about $40,000. 


Pueblo & Arkansas Valley. 

This new company organized in the interest of the Atchi- 
son, Topeka & Santa Fe, bas filed its articles of incorporation 
in Colorado. The Pueblo C; thus describes the route: 
** Commencing at Granada it will extend up the Arkansas Val- 
ley to Pueblo, thence westerly by way of the Tennessee pass to 
Salt Lake. From this trunk line a brabch extending to Trini- 
dad and Santa Fe is proviced for. Weare iniormed that the 
Kansas & Colorado and the Pueblo & Salt Lake companies wil! 
both consolidate with this new organization, and that the 
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work of construction from Granada 1o West Les Animas, and 
thence to Pueblo, will be pushed with commendable dis- 
patch.” 


Jefferson City, Lebanon & St. Louis. 

The contract with the Central Railway Construction Oom- 
pany of st. Louis provides that work shall be commenced 
within thirty days, and the road completed to the Cole County 
line ready for the cars by November uext. The road is to bea 
tiret-class narrow-gauge, and to be finished and provided with 
first-class rolling-stock. No bonds are to be given to the 
company until the road is completed and all demands for labor 
and material are paid or satisfactorily adjusted. Sixty lays 
after date the board of directors of the company is t» issue 
mortgage coupon bonds, on road and its appurtenances, to 
the amount of $5,000 per mile ; these bonds will be placed in 
the hands cf John B. Lionberger, President of the Thir i Na- 
tivnal Bank of St. Louis, as trustee. When the road is com- 
pleted according to contract, and upon the order of the Presi- 
dent of the railroad company, the said Lionberger is author- 
ized to deliver the mortgage bonds tu the Construction Com- 
pany; also agreed that when the road is completed and 
accepted, the Construction Company are to reccive $60,000 in 
bonds ot Jefferson Yownship and $20,000 in city bonds, upon 
the Construction Company giving security as required by the 
condition upon which said $20,000 in bonds were voted—tbat 
they will operate said road for a period of five years. The 
Construction Company also give a Shen to extend the road 20 
miles from the Cole County line within 18 months. 


East Tennessee & Western North Carolina. 

The Knoxville Whig and Chronicle says: “It is stated that 
this road, leadiug out from Johnson City, has changed hauds, 
the Pennsylvania Steel Company having purchased it. The 
road will probably be extended to the Cranberry Iron Works in 
North Ca: oliua.” 


Virginia Railroad Law. 

An amendment to the existing law provides that no railroad, 

canal, steamship or other transportation company shall charge 
4a greater sum tor the transportation of any passenger or 
freight over a portion of its line or route, whether such shail 
in whole or iu part ve within the limits of this State, than is 
charged by such company for the transportation of the like 
class of passengers or freight over the entire length of its 
fine. No company shall charge any higher rate tor passengers 
or freight going over its line from any place in this State to 
any place outside than is charged for the same class of busi- 
ness Within the State. No higher rates shall be charged on 
business coming f:om without the State to any point within it 
than is charged on business passing through the State. No 
company or other common carrier shall allow through tickets 
or through baggage checks to be issued over its line by any 
company or transportation line, its agents or agencies, not in- 
corporated by the State, which company or line shall retuse or 
inhibit by any means apy other such company or transporta- 
tion line incorporated by the State the privilege of issuing by 
its own local ageuts and such agents or agencies as it may 
establish in any city or elsewhere through tickets and bag- 
gage ebecke over such company’s road or transportation liue 
not incorporated by the State. 
All diserimination to individuals is prohibited. The penalty 
for violation of the law the first time is $500, and any succeec- 
ing time $5,000, to be recovered in any court of record. An 
injunction can also be issued by a circuit court to prevent 
repetition of any of the acts forbidden. 


Ohicago, Danville & Vincennes. 
A conflict of jurisdiction between the State and Federal Courts 
appears possible, Judge McRoberts of the Mlinois Circuit Court 
having decided that the removal of the Osgood suit to the 
United States Circuit Court was invalid, as the petition for 
removal had not been verified, and the required bond had not 
been submitted to this court for approval. Subsequently 
another petition and bond were submitted to him, and he re- 
served his decision upon them. It is not thought, however, 
that the United States Court will relinquish its jurisdiction. 
Messrs. Brown and Hammond, the recei¥ers appointed in the 
Osgood suit, have filed a bill in the Circuit Court against Jud- 
son, Tenney and Young, to compel a conveyance of certain lands 
bought for the company by Young, and transferred by him to 
Charles Judson and John Tenney. These lands were bought 
for depot grounds and other purposes, but instead of buying 
them in the name of the company, the deeds were all made in 
the name of John E. Young as trustee. These lands, it is 
claimed, were all bought and improved with the company’s 
money, and were subsequently conveyed by Young to the parties 
named, who are relatives of Wm. D. Seine and Amos Tenney. 
Bondholders are requested to call at the office of Chase Hig- 
ginson & Co., Drexel building, Wall street, New York, and sign 
the agreement penmuenenien’ by the committee. 


Rhinebeck & Connecticut. 

The ballasting and finishing ¥ is completed and the road is 
to be opened for traffic May 1. It is 36 miles long, from 
the Hudson River at Rhinebeck, N. Y., northeast to the 
Poughkeepsie & Eastern at Boston Corners. Arrangements 
have been made for the use of the latter road from Boston 
Corners to the Connecticut Western at State Line, six miles, 
for a fixed annual rent of $10,000. The road was built mainly 
to carry coal eastward from the Delaware & Hudson Canal 
compeny’s depot at Rondout, on the Hudson opposite Rhine- 

eck, 


Oonnecticut Oentral. 

The grading is about half completed from East Hartford, 
Conn., to a point about six miles from the Massachusetts line. 
The contractors have just begun work on this last section. 


Houston & Texas Central. 

It is reported that this company is trying to negotiate a large 
amount of its second-mortgage bonds for the purpose of rais- 
ing money to pay off the floating debt. 


Pulledalzki, Wilmington & Baltimore. 

The Baltimore Gazette says: ‘It has been ascertained from 
officers of the company, that the publications on Wednesday in 
reference to the refusal of the ne to pro-rate with the 
Baltimore & Ohio Railroad on freight charges, were substan- 
tially true. The Philadelphia, Wilmington & Baltimore Rail- 
road Company, some two weeks since, refused to pro-rate with 
the Baltimore & Ohio Railroad ese ape and has not reduced 
its ante bellum rates. In consequence of that refusal, the Balti- 
more & Ohio Railroad ng now transports its freight, on 
special rates, by Shriver’s Ericsson line of steamers, going by 
canal, between Baltimore, Philadelphia and New York. The 
time occupied in transhipment is considerable.” 


Rockford, Rock Island & St. Louis. 

The United States Circuit Court has made a final decree, or- 
dering the payment to H. H. Porter, of $20,453.44, in full com- 
pean for all his right and title in certain cars built by the 

arney & Smith Manufacturing Company for the road, under a 
special contract which was subsequently assigned to Mr. Porter. 
Baltimore & Potomac. 

Ata Reeling of the directors in Baltimore, April 21, a con- 
tract with the Union Railroad Company in reference to its tolls 
over its road to Canton was read, and verbal changes, not sub- 
stantially altering its force and terms, were considered, after 
which the proper officers were authorized to sign it. 





assengers over the Baltimore & Potomac Railroad, from the 
junction with the Western Maryland in Baltimore, to the pro. 
oat depot of the latter company on the east side of Jones 

alls. The terms named are 35 cents per ton for freight, 19 
cents each way for single tickets, 6 cents each way for return 
tickets, and 4 cents each way for excursion tickets. 

The people on the line of the Pope’s Creek Branch are trying 
to secure more train accommodations. 


Toledo, Peoria & Warsaw. 

The Court has ordered the payment to Messrs. Secor & Tr 
trustees, of $4,000 each, as compensation for their services ag 
receivers up to the appointment of Mr. Hopkins as receiver jn 
February. It was also ordered that Mr. R. G. Ingersoll be paid 
$6,320 for legal services. 


Louisiana & Missouri River. 

The Chicago & Alton Company has begun suit in the United 
States Circuit Court, in St. Louis, against the Louisiana & 
Missouri River and other parties, to enforce its lien upon the 
property. The amount claimed is a balance of about $100,000 
advanced for construction work, and about $100,000 interest 
coupons paid for the company by the Chicago & Alton. That 
company now asks to be substituted for the original holders of 
the coupons in their rights. 


Long Island. 
It is proposed to build‘ branch about five miles long from 
Brentwood, N. Y., south to the Great South Bay near Islip, 


Connection would be made there witha boat line to Fire 
Island. 


New York and Eastern. 

The Connecticut Superior Court, at Bridgeport, has been 
hearing the petition of Stanton & Balch, the contractors, for 
the appointment of a receiver! Among the charges made by 
the petitioners are, that the company * not spent the 10 per 
cent. of the stock required by law upon the road; that it 
virtually ceased to exist, and that what property it possessed 
has been partly used by some of the directors, to pay their own 
bills with. 


New Haven, Middletown & Willimantic, 

The Messrs. Seymour, of Bridgeport, Conn., have begun 4 
suit to foreclose the first mortgage. They claim to represent 
over $2,000,000 of bonds, and say that the holders desire to get 


possession of the road, when they will organize a new company, 


and put it in good condition. 


New York, Providence & Boston. 

The Rhode Island Legislature has passed a bill authorizing 
this oe to increase its capital stock to $4,000,000. It is 
now $2,500,000. 


South New Jersey. 
This company has been organized under the general law, for 
the papeee of building a narrow-guage railroad from Woods- 
town, N. J., northeast, to the West Jersey, at Woodbury, a dis- 
tance of about 16 miles. The capital stock is to be $200,000, of 
which $50,000 are already subscribed. 


Portland & Oxfor] Oentral. 


The stockholders met recently and voted, as the corporation 
is hopelessly in debt and unable to rodeem_ its mortgaged 

roperty, to release to the trustees in trust, for the benefit of the 

ndholders, all the mortgaged premises, the same to be held 
by the bondholders as absolutely as the corporation would have 
owned them if no mortgages had existed. Another meeting 
will be held May 3, to learn the decision of the bondholders, 
The running of trains was stopped some time ago by the Maine 
Railroad Commissioners, on account of the unsafe condition of 
the road, We believe the offer to surrender the property to the 
bondholders was made once before, but not acted upon, The 
road is 2774 miles long, from the Grand Trunk at Mechanics’ 
Falls northward to Oxford, Me. 


Western, of Alabama. 

Notice is given to holders of past-due coupons of the first- 
mortgage bonds of the Montgomery & West Point Railroad, to 
send said coupons to the Central Railroad Bank, Savannah, 
Ga., or ——— Railroad Bank, Augusta, Ga., previous to May 
6 next, that the same may be paid in accordance with the require- 
ments of the decree of the Chancery Court of Montgomery, Ala- 
bama, under which decree the Western Railroad of Alabama, 
which includes the road formerly known as the Montgomery & 
West Point, was sold. Holders not sending their coupons as 
requested must look to the Court for their payment. 


New Oastle & Wilmington. 

The Philadelphia, Wilmington & Baltimore Company, lessee 
of this road, gives notice that it will now buy at par, with in- 
terest added from January 1 to May 1, 1875, the stock of this 
ones. After May 1 no interest or dividends will accrue on 
the stock. 


Rahway. 

Several new directors have been chosen in place of others 
who have resigned, and the re-organized board is preparing to 
push the work on the road. Most of the right of way has been 
secured, some work done, and a largo part of the stock sub- 
scribed. The road will be about three miles long, from Rah- 
~~, N. J., to a connection with the New York & Long Branch 
road, 


Plymouth, Kankakee & Pacific. 
A special Commissioner of the Circuit Court of Putnam 
County, Tll., advertises to sell all the road-bed in the State of 
Tlinois, some land which the company owns in Henn 
420 ties, and all the franchises and other property of the com- 
any in Dlinois to satisfy a pigment obtained by Mr. Thomas 
y Nicholl, who was the Chief Engineer of the road, which is 
for less than $4,000, we understand. The sale of the ties 
be absolute, that of the road-bed and franchises subject to re- 
demption in accordance with the law concerning real estate 
sales. The claim is under a lien, which precedence of mort 
gages. The sale is to be made May 1 at Hennepin, Ill. 


MoGregor, Marshalltown & Southwestern. 

This company has filed articles of incorporation with the Sec 
retary of State of Iowa. The capital is to be $300,000, 
— is to run from Marshalltown, Ia., westward or southwest 
ward. 


Kalamazoo, Lowel & Northern Michigan. 

Contracts for os on the Hastings Division have been i 
to H. G. Carter, H. King, A. Benson & Co. and R. Mitchell, 
of these commencing work at once. The company is now le 
ceiving bids for the sections of the Kalamazoo Division. 
profile and specifications are with the Secretary, Col. ’ 
at Kalamazoo, Mich. 


Norwich & Woroester. i. 

A survey is now being made, under charge of Mr. Charles it 
Allen, of Worcester, for the long proposed extension from 
lyn’s Point, Conn., southward to Groton. 


New York & Oswego Midland. ° 
The trouble with the Sullivan County farmers who —s 

the rails and level the road-bed continues, notwiths 

issue of one or two injunctions from the United States The 

Court. One man has been arrested for contempt phew 





A contract with the Western land Company was ratified 
and ordered to be signed. It establishes charges for freightand 
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land-owners claim that they never received consi! tion 
their land, and now that the road is abandoned the propery 
reverts to them, and they have a right to resume its Use 
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man, a Mr. A. J. Bennett, who owns a mill at Buck’s Eddy, 
adopted a new method of removing the track. Having taken 
out the joints at each end of a section, he fastened to one end a 
long chain, the other end of which was secured to the shaft of 
his water wheel. The wheel being started up, the chain wound 
up and the section of track was hauled bodily from its place. 

A former conductor has leased a passenger train and, with 
the consent of the receivers, is running it on his own aecount 
between Delhi and Sidney, where he connects with the Albany 
& Susquehanna, thus —_— a limited accommodation to the 
Delhi Branch and a section of the main line. A mixed train is 
also run between Oswego and Norwich. 


Easton & Amboy. 


The track on the eastern end has been extended from the 
point last noted 244 miles to the eastern end of the Musconet- 
cong Tunnel, 50 miles from the tide-water terminus at Perth 
Amboy. The work on the second track is well advanced and 
the rails are being laid. On the western end one track is down 
from Phillipsburg, N.J., east to the western end of the tunnel, 
10 miles, leaving only a mile of track through the tunnel to 
complete the road — for we eo of trains. The work 
of enlarging the tunnel to its size is progressing steadily, 
and will be completed in a very short time. 


New Mail Route. 


Daily postal-car service has been ordered over the Baltimore 
& Ohio Railroad, from Grafton, W. Va., by way of Newark and 
Chiéago Junction to Chicago, 559 miles. 

New York, Boston & Montreal. 

On application of P. H. Shields, a creditor petting a juds- 
ment of about $650 against the company, the New York Su- 
preme Court has entered an order sequestrating the property of 
the company, and appointing Daniel Butterfield Receiver. The 
company did not put in-any defense. 

Pennsylvania—New York Division. 

Much complaint has been made lately of the failure of the 
company to supply a sufficient number of cars on the local 
trains. A number of regular passengers determined to make a 
test question as to the obligation of the company to furnish 
cars, and accordingly one day last week some 20 passengers for 
Newark, who were standing up, refused to give up their tickets 
unless they were furnished with seats. The conductor threat- 
ened to put them off, but finally allowed them to pass. It is 
Saeed that a test case will be made up, unless the company 
supplies more cars. — 

Orders have been issued to collect, hereafter, 10 cents extra 
fare from all persons not provided with tickets, who pay their 
fare in the cars. Heretofore the additional charge has been 
only five cents. The conductors are ordered to give the pas- 
senger so paying a receipt-check, and the extra charge will be 
refunded on presentation of this check at any ticket office. 
This, of course, is intended as an additional check on con- 
ductors. 


United States Railroad Mutual Life Insurance Associa- 
tion. 

The annual meeting was held in Cincinnati, April 21, a 
number of delegates being present. The President made an 
address, setting forth the condition of the society and its work, 
and calling attention to some matters needing correction, 
chiefly the Sater in collecting assessments. The Secretary’s 
report showed that 3,140 members have been connected with 
the society since its organization. During the past year 469 
members withdrew for various reasons, leaving the total 
number 1,755. The disbursements for the year were $1,104.80, 
the receipts $837.93; assessments amounting to $48,095 were 
paid on the death of 82 members. 

Several amendments relating to the duties of officers and the 
payment of entrance fees by members were adopted. The 


next annual meeting will be held in Philadelphia on the third 
Wednesday in June, 1876. 


Central, of New Jersey. 


Preparations have been begun for the opening of the Long 
tienen line, and the depot in Jersey City is to be enlarged by 
an additional ape mage and two or three lines of rails. A large 
passenger traffic is expected for the summer. It is expected 
that the Long Branch trains will begin to run about June 15. 


Chicago, Milwaukee & St. Paul. 


Work has been begun on a new tunnel through a ridge 160 
feet high and a quarter of a mile wide, near Greenfield, Wis., 
on the La Crosse Division. The object of its construction is to 
cut down the steep grade on the present line to one of 25 feet 
to the mile. ‘The new tunnel is near the present one, and when 
it is completed both will be used. The contractors for the work 
are Harrison & Green, of Milwaukee, who have one year in 
which to complete it. The cost is estimated at $110,000. The 
old tunnel has never been properly arched. 


Red River & Rio Grande. 


A meeting was held in Denison, Tex., April 20, to 3 pend 
this company, which has a charter and a land grant of 16 sec- 
tions per mile from the State of Texas for a railroad from Deni- 
son to the Rio Grande at Eagle Pass, rome by miles, The 


corporators are mostly parties interested in the Missouri, Kan- 
sas & Texas. 


Fitchburg & Manchester. 

It is proposed to build a railroad from eee, Maat. 
northeast to Manchester, N. H., about 30 miles, through a 
somewhat rough and hilly country. The Fitchburg Board of 
Trade is discussing the project. 
Worcester County Oentral. 


_ Inconnection with this projected road there is talk of build- 
ing a branch from East Brookfield, Mass., southwest through 
Fiskdale and Stafford to Rockville, Conn. This, with the Hart- 
ford, Providence & Fishkill road, would make a new line from 
Worcester, Mass., to Hartford, Conn. 

Philadelphia & Reading. 

President Gowen has presented to the Investigating Com- 
mittee of the Legislature a protest declaring that the law un- 
der which the commiftee acts is unconstitutional. He also 
protested against the appearance of private parties before the 
committee except as witnesses. He has been summoned to a 
pear before the committee as a witness. The committee held 
& session April 22 to examine the charters of the railroad and 
the Coal & fron companies, and then adjourned until May 14. 


The Improvement of the Mouth of the Mississippi. 

Capt. James B. Eads, in pursuance of his contract with the 
Government for improving the mouth of the Mississippi on the 
aan: system, has sub-let a contract for constructing 350,000 
yards of fascine work, and 100,000 cubic yards of stone work. 
Also, a large amount of timber work, piles, etc. The contractor 
is Col. James Andrews, of Alleghany City, Pa., who built the 
stonework of the St. Louis bridge and thetunnel. Col. Andrews 
48 & well known contractor of large means. He is to furnish at 
his own cost steamers, tugs, barges, boats, pile-drivers, and all 
Recessary appliances, and is to put in 60,000 yards of the work 
before he receives any pay. As the work a he is to 
Teceive $300,000, the Cleese to be paid him only after the 

ernment pays Capt. Eads. The first payment Capt. Eads is 

Teceive is to be when 20 feet of water have been secured. 

ery time two additional feet, up to 30 feet is secured, he is to 
Teceive $500,000 mor 


“te 
By the terms of the contract with Col. Andrews, half of these 


omate are to be —— 2 him, and the other half, until 
e completion of the work, be held to secure the advances 
made by the South Pass Jetty Company. A company has been 
formed under this title, with a capital stock of $750,000, but 
Capt. Eads thinks that it will be necessary to call in only 
$300,000 of this amount. The company, in consideration of its 
advances, is to have 10 per cent. interest on them, and 100 per 
cent. profit, secured like the advances themselves. One con- 
dition of Col. Andrews’ contract is, that he is to do as much as 
is necessary to insure 26 feet of water, and construct the amount 
of work specified for $2,500,000. part of this compensation, 
however, is only to be paid after 30 feet of water is secured. 
The Government is to pay Capt. Eads $5,250,000 for the work, 
on his securing 30 feet of water. Ccl. Andrews’ contract em- 
braces a large part, but not all the work that will be required. 
There are very strong parties interested in the contract. He is 
to commence the work as soon as the South Pass Jetty Com- 
pany’s stock is subscribed to the amount of $300,000. large 


_— jion,of it is already subscribed, mainly by citizens of St. 
nis. 


Panama, 


A new contract has been concluded with the Pacific Mail 
Company, the terms of which appear to be vay Seer to the 
railroad. The Pacific Mail Company guarantees the railroad 
the same number of passengers as heretofore, and $40,000 per 
month of through freight, and one-third of the freights received 
from the banana business, a large and growing trade. The 
local rates on Central American Cachnons are to be divided as 
heretofore. The Pacific Mail Company also agrees that all the 
coal sent by it from New York to Panama, shall go over the 
railroad, and be paid for at the rate of $5.25 per ton. The con- 
tract is only temporary, and can be terminated in 30 days’ notice 
by either party. 

West Wisconsin. 


The company five notice that the funded interest bonds are 
now ready for delivery. Bondholders are requested to send in 
their coupons to the New York Guaranty an 
pany, No. 52 Broadway, New York, an 
exchange for the same. 
Cincinnati, Hamilton & Dayton. 
The stockholders’ committee, appointed at the meeting of 
March 25, has nominated the following ticket to be voted for at 
the ins annual meeting: F. H. Short, Oliver Perrin, 
L. B. Harrison, Joseph Rodgers, C. W. West, Samuel Fosdick, 
Rufus King, J. P. Kilbreth, Robert Brown. Of these only Messrs. 
Short, West and Fosdick are in the present board. Stock- 
holders are requested to send their proxies to the committee 
(B. B. Whitman, John A. Murphy and Robert Brown), at the 


office of the Merchants’ and Manufacturers’ Insurance Company, 
Cincinnati. 


Indemnity Com- 
receive the bonds in 





RAILWAY ASSOCIATION OF AMERICA. 
Proceedings of Third Annual Meeting. 


The convention was called to order at the Southern Hotel, 
St. Louis, March 10, 1875. 

PRESENT: 
Col. W. R. Arthur, General Superintendent St. Louis, Kan- 
sas City & Northern a 

R. 8. Stevens, General Manager Missouri, Kansas & Texas 
Railway. - 

W. F. Downs, General Superintendent Central Branch Union 
Pacific Railroad. 

J.C, McMullin, General Superintendent Chicago & Alton 
Railroad, 

B. F. Mathias, Superintendent Paris & Danville Railroad. 
Colonel Arthur in the chair. 

The Secretary explained that the President, Hon. Thomas 
Allen, had intended to be present at the convention, but that 
business had detained him in New York beyond his anticipa- 
tion. In like manner three other St. Louis officers were un- 
avoidably absent from the city. 

The Secretary presented the President’s address and a finan- 
cial statement. 

Tne following resolution was moved and adopted : 

** Resolved, Tnat the Secretary is instructed to ie in pam- 
phiet form the President’s address and statement, and that a 
copy thereof be sent to every railroad company in the United 
States and Canada.” 

Also that the Secretary be instructed to address to every 
railroad company in the United States and Canada a circular, 
calling attention to the pevepiogss oftered by an Association 
such as this, as described in the President’s address, and sub- 
mitting to vote the following: 

1. That an organization such as that of the Railway Associa- 
tion of America can be made of great service to the railroad 
interests of this country. 

2. That the Railway Association of America should be sus- 
tained by all railroad companies of the United States and 
Canada. 

8. That in order to place the Association on a permanent 
basis as recommended in the address of the President, a con- 
vention should be held, at which all railroad companies which 
can conveniently send delegates should be represented. 

Also, that the Secretary, having taken the vote, shall pub- 
lish the same in full, and shall address to those who voted 
‘“*aye,” a call to meet in convention in Ss. Louis, at some con- 
venient early day, to arrange for permanent organization and 
and work to be undertaken during the ensuing year. 

Also resolved, that the assessment for 1875 be fixed at five 
vents pe* mile operated, 

Adjourned, subject to the call of the Secretary. 

Harry E. SHARPE, 
Secretary. 
ADDRESS OF THE PRESIDENT, HON. THOMAS ALLEN. 


On the 12th of December, 1871, at a meeting of presidents 
and superintendents, held in St, Louis, a committee of super- 
intendents was appointed to call a meeting of the managers 
of all Western and Southern roads. In response to the circu- 
lar issued by that committee, twenty-nine managers met on 
the 16th of January, 1872, and organized “The Western and 
Southern Railway Association,” the objects of which, as defined 


ist. That the title of the Association be hereafter, ‘The 
Railway Association of America.” 

2d. That the Secretary be instructed to no all ns 
eligible for membership, of such change and to invite oy to 
become members, 

During 1873, 44 new members were enrolled, making a 
representation in the Association of 108 railroad companies. 

he Association depended upon periodical conventions and 
committees of members as the means of attaining its objects; 
but we soon found that railroad managers are, as a rule, too 
hard pressed by their routine duty to be able to give the time 
and labor requisite for the production of reports which would 
be reliable and worthy of them. For the same reason they 
could not spare time to attend frequent conventions. It 
—_ — that some other method of working must be re- 
sorted to. 

On October 8, at Chicago, Messrs. Harris, Paine and Tal- 
mage were appointed a committee to report a plan for the or- 
ganization of a bureau similar to that recommended in 1867 
to the National Railroad Convention, by Messrs. B. H. Latrobe, 
Ashbel Welch, D. C. McCullum, Albert Fink and J. B. Jervis 
who were a committee ** To inquire into the practicability and 
expediency of establishing a railway bureau fr promoting the 
railroad interests of the United States.” 

Our Committee reported »s follows : 

The Committee appomted at a meeting held in Chicago 
October 8, 1873, to draft a definite plan for a Railway Bureau, 
with rules for its government, beg to report that they have 
examined the subject caretully, and are unable to propose any 
definite plan that they think would be likely, at bis time, to 
mect the acceptance of the managers of roads. 

While the Committee regard a bureau as the most desirable 
form of an association, there does not seem to be auch interest 
on the part of managers, in the information and statistics to 
be gathered by such means, as to warrant the expectation 
that the effort to establish a bureau would be su and 
especially as the expense attending a properly or, bu- 
reau would be considerable. 

The Committee are of the epinion that much good would 
come from the formation of local clubs, or societies, where 
meetings could be attended conveniently, and without the use 
of much time in traveling. Such clubs would serve to foster 
the mn of study and research, and afford opportunities for 
members to discuss matters of professional interest, and might 
take the place of the ee national association until such 
time as the sentiment of managers gave promise that a na- 
tional bureau could be efficiently erguninch and sustained. 

. Rospert Haris. 
Caas. Pans. 


At the time fixed for the annual meeting last year at Ine 
dianapolis, for want of a quorum, no business was done, 

The Executive Committee then submitted the draft ot a new 
constitution, whic!; has been recognized by 58 companies, and 
only three companies have formaliy withdrawn from the As- 
sociation. 

The important changes in the constitution are : 

ist. Tue Association is changed trom one of individual offi- 
cers to one of railroad companies. 

2d. The objects and purposes of the Association are now 
declared to be: 

First—The improvement of railroad management by foster- 
ing a study of its principles and details. 

Seccnd—To collect and ;-ublish statistics, reports and papers 
relating to railroad economy. 

Third—To establish a library, wherein shall be collected all 
published works and all accessible information concernin 
— management, and the economic relations of rai 
roads. 

Fourth—To provide a means of ascertaining the views and 
desires of the body of railroad managers on any point that 
may be raised by a member, without the necessity of having 
recourse to a general convention. 

Fifth—To maintain an office in which may be preserved 
records of general und other conventions, and through which 
a convention may be readily called, when necessary, to discuss 
a subject ot common interest to the members of the Associa- 
tion. 

And generally, to take such action as may lead to greater 
efficiency and economy in the operation of railroads, and that 
shall tend to systematize the efforts made in that dire stion. 

Thus making the Association a body which, if kept together 
and supplied with the necessary funds, will continue to rm 
work of value to railroad companies, without consuming the 
time of railroad officers in attending conventions, and with- 
out adding to their already Inxborious duties further than is 
necessary to give short practical replies to letters of inquiry. 
At the same time it offers to those who desire them oppor- 
tunities to publish and make known to their co-workers the 
results of special investigations. 
3d. In the new constitution it is expressly provided that— 
**No agreement entered into at any session, or through the 
mediuw of this Association, shall be binding on any members 
but those who assent to the same in writing.” 

4th. The regular conventions are reduced in number from 
four to one. 

5th. The assessment on members is limited to a maximum 
of ten cents per mile per annum. 
6th. It 1s made the duty of the Executive Committee to col- 
lect such statistics, and pursue such investigations as may 
come within their power, and to publish the results from time 
to time in pamphiet form, fo distribution to members, 
to invite railroad officers generally to contribute papers on 
subjects relating to the management of railroads, in the gen- - 
eral mauagement and operating departments. 

7th. All general officers, chief engineers, and division super- 
intendents of companies, members of this Association and 
honorary members, are entitled to seats in open session of 
the Association, and are permitted to take part in the dig- 
cussions. 

Since the organization of the Western and Southern Railway 
Association, three years ago, committee reports have been 
submitted on; 

1. The expediency ot organizing a National Railway Tele- 
graph Company. 

2. A plan for abvlishing or regulating the practice of paying 
commissions on the sale of tickets. 





by the constitution, were : 

‘The promotion and advancement of railway interests by 
an interchange of views and ideas and by the comparing of 
exp2riences, thereby securing greater efficiency and econom 
in their operations; and for the adoption of such rules an 
regulations as will must fully carry out the purposes herein 
expressed.” 

tighty-three (83) officers of Western and Southern roads 
became members. 

The Association, at its first annual meeting (Jan. 15, 1873), 
adopted a resolution, as tollows : La 

hereas, The Western and Southern Raitway Association 
was formed to discuss matters of railroad management, with 
a view to the improvement of such, and to the safer and more 
economical working of railroads, and to procure the adoption 
of such rules, regulations and agreements as might be found 
necessary or desirable for the benefit of the railroad interests ; 
and whereas, such purposes are not of local importance mere- 
ly, but are of common interest to all railroad officers and pro- 
prietors ; and whereas, some of the purposes cannot be prop. 
erly carried out by any local society or societies, therefore, 





it resolved, 


8. On the best means of bringing about the total abolish- 
ment of the pass system. 

4. On the best method of securing the maintenance of agreed 
rates and contracts, 

5. On regulatious affecting the employment of persons dis- 
charged by other lines. 

6. Sn the best method of guarding against accident. 

7, On train dispatching. 

8. On the expediency of adopting a uniform system of na- 
tional time for working time tables. 

9. Sleeping car contracts and repairs of sleeping cars. 

10. Rates and charges to govern interchange ot ht cars 
and code of rules for a railway car clearing house. 

11. Au inquiry into the cost of transportation of mail and 
postal cars, and the justness of compensation paid by the post- 
office department. . 

12. On the expediency of adopting a uniform plan vf loco- 
motive reports. 


13. On “ ope gauge. 
14. Responsibility of railroad companies for injury vw em- 





ae ha s 
The expediency of organizing a national railway bureau 














180 


THE RAILROAD GAZETTE. 





[May 1, 1875 








16. On the relations of the Brotherhood of Locomotive Eng i- 
neers to railroad companies. 

Committees were also appointed to consider, but have not 
reported on: } 

1. The relations of railways to express freight lines. 

2. The best methods of heating and lighting cars. 

3. The expedienev of adopting a uniform system of signals. 

The matters which first engaged the attention of this Associ- 
ation were the ticket-commission system and the issue 
of passes. At the very first. meeting it was decided that 
the former should bolished and the latter consider- 
ably restricted. Agitation on these questions has been 
perseveringly kept alive by this Association. From time 
to time, attempts were made to inaugurate the de- 
sired reform, ‘o-day, we may say, the reforms have 
beer accomplished. The ticket-commuission system has been 
broken up, and the issue of passes is kept within bounds far 
narrower than we hoped for. These reforms have effected a 
saving to the railroad system of the North and Wert aggregat- 
ing over a million of dollars. ‘his Association can fairly lay 
claim to a very large portion of the credit due on account of 
this reform; for towards the attainment of it the Association 
bas contributed all the work of concentrating and giving ex- 
pression to the opinions of the various managers, in such man- 
ner that the eorruptions of the system were unammously de- 
nounced, and no one ventured to defend it. ; 

The most important railway convention ever held in this 
country—important by reason of the number of roads repre- 
sented (80, 36 by delegate and others by letter), and the mag- 
nitude of those roads 1n the railway system—was held under 
the auspices of this Association, at Chicago, in November, 1873, 
to consider the expediency of at once breaking up the ticket 
commission system. Expression was there given to the opin 
ions of the managers of eighty railroads, who unanimously 
declared that the system should be abrogated. Messrs. 
Newell, Stone, Chrystie, Sargent and Fink, as a committee, 
presented a draft or eement, which was adopted by the 
convention, to be signed by certain railroad companies, obli- 

ating them to pay no commissions atter a certain date. 

hat attempt to inaugurate the reform was frustrated by the 
refusal of the Baltimore & Ohio Railroad Company to agree to 
abolish the practice which, however, they admitted was cor- 
rupt and wrong in eataciels, and should be abolished. 

The labors of this Association in this matter made it easy 
for the bureaux appointed under the Saratoga agreement to 
bring about the reform. In fact, nothing was wanting but the 
consent of the Baltimore & Obio manager. 

This Association bas also endeavored to elicit the opinions 
of managers as, to the expediency of organizing a railway 
clearing house. It appeared from the correspondence elicited 
that, although several prominent managers favored the 
proposition, the formation of such an institution is not yet 
practicable, 

In accordance with the spirit of Article XIII., of the consti- 
tution, which directx the Executive Committee to publish the 
results of their investigations, the publication of a Journal 
bas been commenced, One number has been issued, and the 
second is being printed. In the absence of any provision for 
the expenses of such a publication, it was necessary to make 
it self-sustaining, so far as the cost of printing and publishing. 
Of the first number, various railroad companies took copies, 
aggregating 3,000, mostly for gratuitous distribution to the 

aiblic. The members cf the legislative assemblies of Mlinois, 
issouri and Kansas have been each provided with acopy. 

It is very desirable that this publication be continued, but 
it can be so only by the aid of this Association, or some other 
which does not look to pecuniary reward. The class to which 
such a work is adapted is so small that the individuals of 1t are 
unable to bear itscost. There are many expenses in addition 
to that of printing and publishing. Works of reference, and 
other publications have to be procured; a considerable corres- 
pondence has to be carried on; works in foreign languages 
must be translated; traveling expenses in search of, or to 
verify, information are incurred; many copies ot the work 
have to be given away; bad accounts are to be struck off, and 
soon. Then the salary of an editor must be provided for. To 
evable proper selections to be made, the editor must devote 
the major portion of his time to reading up and seeking for 
material. This labor is one that, as a financial enterprise, 
holds out no =~ whatever to private individuals, 

On the other band, the work undertaken is one which within 
reasonable limits, and under proper safeguards, should re- 
ceive hearty — from railroad companies. 

The Association is now in communication with foreign rail- 
way and government officials and with nearly all the promi- 
nent writers on railroad subjects. It receives the foreign 
official reports and is accumulating a library of works—foreign 
and domestic—on railroad matters, such as in time will be val- 
uable and rare. 

In the past year the Association has practically withdrawn 
from active participation in the attempts to reform the abuses 
of railroad management, or to bring about concerted action, 
pay for the reason that various attempts of that nature 

ave been made through other channels specially designed in 
each case; but the organization of the Association still re- 
mains available to bring about that discussion and concen- 
tration of opinion which must ever precede retorm, and to 
ascertain and declare the views and desires of railroad mana- 
yers generally and to take such action as the common weltare 
of the railroad companies call for. 

It is intended by the constitution that the office of the Asso- 
ciation should be availed of for the safe keeping and preser- 
vation of records of general conventions and agreements be- 
tween railroad companies, but no use has yet been made of it 
in this department. 

One of the obstacles to the success of an institution such as 
this is the impossibility of obtaining an executive committee 
of railroad managers which shall remain intact for any length 
oftime. Official life is no less precarious than the nature one, 
perhaps far more so, and the habitat o: the railroad officer 1s 
as inconstant as that of the mounds. It has so happened that 
— Executive Committee has become scattered—its mem- 

ers either unable tu'attend to the duties, light as they are, 
or have become ineligible 

In spite ot the efforts which have been made to perfect the 
organization of the Association, and in spite of the very valu- 
able work which the Association has already done, it is evident 
that there exists a lukewarmness aad a state of lethargy that 
threatens tlie Association with death. Having lived for over 
three years as the representative Association of general mana- 
gers and, I maysay, the only Association that has persistently 
aimed at general reform, it should not be allowed to fall to 
pieces. 

The apparent apathy of managers and their inaptitude to 
take advantage of the Lasectathen for the purposes for which 
it was designed can be attributed only to the want of official 
recognition of the Association by the various companies. I am 
fully aware that thereare no greater slaves to business than 
railroad men, ities are very exacting and continuous. 
They are, as it were, parts of the great machine, and tbeir 
presence cannot long be dispensed with. Hence, we may not 
expect them to command their time so as to be present at 
the meetings of the Assoviation. And this is to be regret- 

_ ted, as there is nothing like discussion to bring out the points 
of a subject. Again, they find very little time to sit down 
and put thoughts upon paper, and collect and collate 
the results of their experience; yet this is the only kind 
of knowledge that is valuable. to us in this vocation. How to 
bring out this knowledge, where the sources are so 
widely scattered, and crystahzeit into form so that it may 





be available for practical use, is another one of the problems 
the Association is dealing with. Upon this point we de- 
pend much upon individuals. ‘The patient collection of statis- 
tics asked for, painstaking in the replies to queries ad- 
dressed to them in circulars, the imparting of sach special 
knowledge possessed by each one on the topic under inguiry, 
and the proposal of matters tor discussion, are duties which, if 
che erfully and promptly performed, would aid very much in 
accomplishing the objects we have in view. 

There is not yet manifest among railroad men that profes- 
sional! spirit which leads members of other professions, such 
for instance as the civil engineers, to make a scientific and 
earnest study of their profession. This may be because rail- 
road officia] life is precarious, and because, as yet, there has 
been no encouragement given to others than those who have 
much practical knowledge. Probably few young men enter 
therailroad service intending to remain in it for life and to 
rise by merit. If this is the case, then we cannot expect rail- 
road officers to add to their already laborious duties by under~ 
taking the study and investigation of subjects which are not 
of immediate practical moment, unless they feel that their 
positions in a measure oblige such, and unless these labors re- 
ceive official acknowledgment. : 

If, however, the Association possessed that official character 
with which it should be endowed, we might find individuals 
coming forward to obtain recognition, some as students, 
others as professors. .sot alone in this regard is it desirable 
that the Association should bear an undoubted official charac- 
ter. It may be well here to review the various fanctions of 
the Association. alle. 

If we examine Art. V. of the constitution, we find that the 
Association is designed to act as— kiss : 

An Epvucator, in fostering and providing the means for a 
study of railroad matters. 

A Kecorper, in preserving records. ; 

A Reaister, in taking and declaring votes uvon questions 
submitted to railroad managers. ‘ . 

A HarmonvZeR, in taking such action as ma; lead to greater 
efficiency and economy in the —— of railroads, and that 
shall tend to systematize the efforts made in that direction. — 

The professional education of railroad employes 18 a work of 
far more value to the railroad companies than it is to the em- 
ployes themselves. These come and go, but those remain for- 
ever. At present, we may say, that practically there exists no 
facilities for the employe who wishes to educate himself in his 
profession, nor many inducements for any of them to become 
students and to communicate the results of their investiga- 
tions. In saying this, 1 must not be understood to disparage 
the efforts of the several railroad periodical publications. Such 

publications are necessary and are worthy ot generous support, 
but they can fill no more than a subordinate place in a general 
scheme of professional education. ’ ; 

Prizes should be offered for papers on given subjects. All 
railroad literature extant should be made easily accessible, to 
accomplish which the Association must publish and republish 
frecly, Statistics and information must be collected; works 
in foreign languages must be translated; reports and investi- 
gations, by exverts, must be made and published. ; 

This work is one which benefits all railroad companies, and 
should therefore be recognized and aided by them, It cannot 
be properly performed except by an association of an estab- 
lished Pfticial character, for such alone can obtain recognition 
at the sources whence the most valuable information can be 
drawn. 


If arguments were necessary tg convince railroad companies 
of the wisdom of maintainiig an organization which aims to 
raise the standard of professional knowledge, they might be 
tound in the tacta: 

lst. That those possessing a high degree of protessional 
knowledge become, in their daily routine, teachers to a large 
number of co-workers, with whom they come into official and 
social contact, and so help to elevate the average of intelli- 
gence. 


2d. That the increase of professional knowledge benefits 
railroad companies by bringing a greater degree of skill to the 
couduct of all operations, and thus effecting an indirect 
economy which may be difficult to estimate, but which must 
not, therefore, be ignored, or its possible results deemed too 
remote to justify present exertions. 

8d. That the higher the intellectual or professional stan- 
dard of any service is, the better is the class of candidates at- 
tracted to it for employment. 

4th. That the railroad companies are, of necessity, known 
to the people doing business with them only through the 
company’s agents, and are therefore always liable to be mis- 
represented, Misrepresentation is equally injurious to the in- 
terests of the companies, whether it arises trom ignorance or 
from carelessness. At the best of times railroad companies 
should carefully select their agents and endeavor to lessen 
their ignorance ; but especially now, when railroad companies 
are the recipients at the hands of the press and the public of 
abuse and unjust charges, no effort should be spared to quali- 
ty the agents for their positions. In such a cause zeal of 1t- 
self is not sufficient: it must be tempered with discretion 
and armed with knowledge. The employes will not qualify 
themse'ves unless compelied to and unless facilities are pre- 
pared for them ; professional ignorance is less injurious to 
them than it is to the companies, to whom it is ofttimes cost- 
ly, and sometimes fatal. 

The association has begun the work of education by com- 
mencing the publication of a journal, in which it is intended 
to bring together, ina form convenient for reference and for 
connected study, all information obtainable regarding railroad 
economy. One number has been published, the second is 
being printed. The Secretary reports that the publication 
has been received with more warmth than he had aaticipated 
from tue junior classes of railroad officers and clerks, but that 
the companies, as such, have not given the support and en- 
couragement which is requisite to place the work on an effi- 
cient and permanent basis. The manager of nearly every 
road is desirous of takiug a copy, and many subordinate offi- 
cers have became regular subscribers, but a work of this kind 
cannot well be eonducted by individuals. The classto which 
such a publication as this journal is interesting is a limited 
one; its members are short-lived and are tnwilliug to bear 
the expense. Moreover, expense is not the only consideration 
Such a publication, to obtain contributions from the best 
writers and to stimulate students, must have an official 
standing, such as would secure to the writers an acknowledg- 
ment of their services from the quarters whence it is most 
grateful. Permanency must also be guaranteed. The 
mere compilation ot such a work requires an amount of read- 
ing and labor in collecting, collating, indexi>g, arranging, 
etc., that can be properly done only by an editor whose tastes 
lie in that direction, who has been educated for the work, who 
has some practical knowledge of the subjects treated of, and 
who is not seeking promotion elsewhere. Such a person can 
be obtained best by making the position one fairly remuner- 
ated and of permanent duration. 

In its capacity as an educator, the Association can show no 
immediate results. Its operations are necessarily tedious, its 
progress slow ; but as a harmonizer, the Associativn, if proper- 
ly supported, might accomplish practical good that would im- 
mediately become apparent. 

As a harmonizer, the Association would need to use no other 
means than the moral force of concentrated opinion. To take 
the so-called ‘‘railroad war now raging” as an example. If the 
differences between the Pennsylvania and the Baltimore & Ohio 





Railroad cumpanies were referred to the Association for arbi- 





tration, and the cases were argued before a general session of 
representatives of say, three hundred railroad companies, and 
a judgment given that would necessarily be impartial, how 
long would the decision of that court be disregarded? How 
long would the contestants defy the moral force of the judg- 
ment given by such a body of railroad representatives? Not 
long. The decision of such a body would carry with it the 
opinion of Europe, and the credit and standing of the obdu- 
rate company would become impaired. 

If this Association be made, as it can be easily, the official 
institution of all our railroad companier, and if it be a 
pealed to in its capacity as arbitrator, I can easily imagine 
that we would have no more railward wars, although we 
might have plenty of competition. Concentrated opinion, 
persistently given expression to, is a moral force of 
such immense power that it overcomes all obstruc. 
tions. The organization of this Association is adapted 
to concentrate and to give expression to the opinion 
of all railroad managers, in which term I incinde officers 
and directors, if those managers desire to avail themselves of 
it. We have already, as I have previously shown, effected the 
retrenchment of over $1,900,000 of useless and vicious ex- 
penditure in the shape of ticket commissions. This result 
was procured solely by the concentration of opinion and its 
enema expression. Vain attempts, from time to time, had 

en made to abrogate the system, beginning with that of the 
National Railroad Biavention of 1866. Esch attempt, as it 
tailed, seemed to make the cause more hopeless than ever; 
but when this Association took the matter in hand, persist- 
ently agitated it, took votes and published them, it developed 
the fact that of ali the railroad managers who signed vouch- 
ers for the payment of ticket commissions, not one would 
venture to defend the practice on grounds other than of self- 
defence against similar practices of competitors; and when it 
became known that not a few managers denounced the sys- 
tem as one of blackmail, and when each manager found that 
his rivals and his ‘friends alike were willing to stop the prac- 
tice, a general agreement was easily brought about. 

There are many other reforms which may be accomplished in 
like manner. Itis, possibly, to be regretted that the railroads 
have not learned, and oo have not cared to learn, how to 
economize so much for themselves as they have for the pub- 
lic. It is a very important part, indeed I may say the chief 
business of our Association. to study and discuss this econ- 
omy of management, and to demonstrate how we may give 
cheap transportation to the public, and yet, at the same time, 
secure fair remuneration to the labor and capital employed in 
it. In this business, however much others may talk and re- 
solye, it falls to our lot to be the men of action. It is by our 
co-operation that improvements ars to be made, and cheaper 
transporiation secured. No political demagogue, or idle phi- 
losopher, will probably object to a combination for such a pur- 
pose, Individual economy is a matter of easy accomplish- 
ment; but that economy which requires the co-operation of 
individuals of diverging interests is more difficult, and by 
many considered impossible of attainment. 

Competition has produced curious effects. On the one hand 
it has led railroad companies into: extraordinary extrava- 
gsnces; on the other, it has created a demand for cheap 
transportation, to comply with which necessitates rigid econ- 
omy. But not alone do merchants demand the lessening of 
transportation charges; the very necessities of the railroad 
companies insist on « reduction of the cost of transportation. 
The maxim that high rates produce high revenue is ex- 
ploded, Rates cannot be too low for commerce. The in- 
creased transportation facilities in other parts of the world 
bring those parts into competition with us. If we desire to 
do the business, we must prepare ourselves to place the cos 
of transportation at the lowest figure possible; to do which 
we must eliminate all those expenses which do not conduce 
either to safety or the efficiency of the service. These econo- 
mies can be effected only by co-operation. 


A point to which I would ask your earnest attention is the 
expediency of establishinz, as soon as possible, uniform rates, 
The fluctuations in rates which have occurred so frequently for 
years past have proved injurious to both the railroad and com- 
mercial interests. They have introduced into commercial cal- 
culations a disturbing element that has hindered the rapid ex- 
pansion of coumerce; has caused ruin to many by unsettling 
markets, and has taken millions of dollars from the pockéts of 
the railroad proprietors to put them into the hands of specula- 
tors. Reductions of rates to meet great commercial or economic 
emergencies, or to meet foreign competition, are productive of 
good, but spasmodic reductions, at the whim or caprice of a 
ew individuals, are ruinous to the interests of all but a few spec- 
ulators. Attempts have been made to cure this evil too, and 
they also have failed; but those attempts have all been isolated, 
spasmodic ones. If the railroad business of the country has 
been conducted in a manner unworthy of and injurious to the 
vast interests involved, the remedy lies with the proprietors. 
While yet they have the power in their hands, they should rise 
equal to thé emergency. Discussion of these matters in con- 
ventions of an official association, supported by all the railroad 
companies, would bring to bear upon individual companies and 
managers an irresistible pressure. A body composed of the rep- 
resentatives of all our railroad companies would take a broad 
and statesmanlike view of the situation, and would inaugurate 
measures productive of common benefit. It would rise superior 
to all local views and petty jealousies. This is the only plan 
by which the policies of our railroad companies can be harmon- 
ized, and the selfish aims of individuals defeated. The interests 
of railzoad companies as a whole are, in fact, identical; although 
the interests of individual ones may differ. It is time that the 
interests of individuals were sunk in the common good. It is 
time that personal quarrels and ambitions were deprived of their 
power to waste the property of those who have no sympathy 
with their quarrels or their ambitions. It is time that the 
grand system of railroads of the United States be administered 
with statesmanlike ability, and that its energies and powers be 
bent to the accomplishment of the work waiting for them, in- 
stead of being frittered and wasted in petty squabbles. This 
harmony can be procured through the means of moral force only, 
and this moral force can be created only by the concentration 
of opinion and its persistent expression, by means of a repre- 
sentative association. , 

Much more might be said in favor of a representative associa- 
tion, but before I close I desire to point out that the Association 
cannot, as a harmonizer, accomplish its work unless it bears an 
official character, and unless nearly all the important companies 
are eae ey not only by the appearance of their names on 
the roll, but by the appearance of their representatives in con- 
vention. Picture to yourselves a congress of representatives of 
three hundred railroad companies meeting regularly once a year 
and say whether such a body would not exert animmense mor 
influence on the management of the roads. Without a repre- 
sentative and official character, we can do no great work. 

Look at our railroad system! Behold its grandeur; the vast 
wealth sunk in its construction; the fabulous wealth created by 
it! See the millions dependent on it for maintenance! Thin’ 
of the future of this system, when this mighty continent shall 
be teeming with a population numberless as the sands on our 
sea shores. . 

And then behold, with all its inherent power, this system ly- 
ing helpless; attacked on every side by demagogues and adven- 
turers. Misrepresented on every hand; oftentimes in ignorance, 
oftentimes in malice. Behold it torn to pieces by internal 
sensions and personal ambitions. Then say if there is not need 
of a representative association, which -will strive to harmonize 





the parts of this great system. 
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ROCHESTER, N. 
Wrought-lron Rivetted Lattice Railroad and Highway Bridges. 
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CINCINNATI IRON BRIDGE COMP’Y 











RINNE 
Eb A, 


Manufacturersand Buildersof Railroad, Highway and 


Steel-wire Suspension Bridges. 
All kinds of Bridge Irons made to order. Only best qualily material us d. Send notice of bridge 
lettings. Works adjoining Swif.’s Iron and Steel Works. Address 
L. T. HUBBARD, Prest. CINCINNAT!1 IRON BRIDGE CO., 
J. W. SHIPMAN, Engineer. 31 1-2 West 3d street, CINCINNATI, O 10. 














“KELLOGG & MAU RICK, 
OFFICE AND WORKS: ATHENS, PA. 


. XBBODOUI 


Tron _ and Wooden Bridges, Roofs, Turn-tables, Etc. 


National Locomotive & Machine Works. 


DAWSON & BAILY, 


MANUFACTURERS OF 


LOCOMOTIVES. 


NARROW-GAUGE LOCOMOTIVES A SPECIALTY. 
OFFICE AND WORKS AT CONNELLSVILLE PENN. 
NewYork, 30Gold st. Boston, 13 & 16 Oustom Housest. Ohicago, 146 E. Lake st 


HUSSEY, WELLS & CO., 


Manufacturers of all dsscriptions of 


CAST STHEL. 


OFFICE AND WORKS: 
_ Penn and Seventeenth Streets, Pittsburvh. _ 










































‘MORRIS TASKER & COMPANY, 


PASCAL IRON WORKS, PHILADELPHIA, 


TASKER IRON WORKS. NEWCASTLE. DEL. 
MANUFACTURERS OF 


Lap-Welded American Charcoal Iron Boiler Tubes, 


Wrought-Iron Tubes and Fittings of Everv Descrivtion, 
FOR GAS, STEAM, WATER AND OIL. 


Steam and Gas Fitters Supplies, Machinery for Coal Gas Works, etc., etc. 
Sole Manufacturers of 
Vulcanized Rubber-Coated Iron Tubes, 
A substitute for lead and galvanized iron tubes for the conveyance of water. 
Office and Warehouse, No. 15 Gold St...New York. 
OFFICE AND WAREHOUSE, NO. 36 OLIVER ST., BOSTON, 





BELL & CO. 





10 x 16 cylinders, Narrow-gauge Passenger Locomotive. 


LIGHT LOCOMOTIVES, 


pn ne a pve Use, and other Special Scrvice;"also Light and Hvavy Styles of Narrow- 
Office, No. 5 Monongahela House, : PITTSBURG H, PENN, 
BROOKS LOCOMOTIVE WORKS, 


Works, A. V. RB. RB. acd 50th 8t., 
DUNKIRK, N. Y. 


EXCLUSIVE 
SPECIALTY 














Orders Solicited for Locon.otives Adapted for Everv Class ol 


Railway Service. 
M. L. HINMAN, Szgc’xy & Treas. H. G. BROOKS, Pre»'t & ‘up’. 











ROGERS LOCOMOTIVE AND MACHINE WORKS. 


Paterson, New Jerzey. 





Having extensive facilities, are now prepared to furnish promptly, the b st and must apprev-o 
description, either COAL OR WOOD BURNING 


Jocomotive Fngmes, and other Varieties of Railroad Machinery. 


c. & BOSSES, Bverident. THOS. ROGERS, Treas., 
wa, 5 HUDSON, Supt” OE De 44 Exchange Pliae. New Vor’ 








LOCOMOTIVE ENGINE SAFETY TRUCK CO. 


OF NEW YORK. 





Pasgdoten of the following Letters Patent granted to Levi Bissell, Aug. 4, 1857, Nov. 2, 1858 (ex 
tended Nov. 2, 1872); oft 


A. W. Smith, Feb. 11, 1862; D. R. Pratt, Oct. 16, 1830; W. 8. Hudson, April 5, 1864 
and May 10, 1864. 


DRAWINGS FURNISHED AND LICENSES GRANTED ON APPLICATION. 
A. F. SMITH, Pre«ident. M. F. MOORE, Seo’y and Agent, 
ALBERT BRIDGES, Treas, No. 46 Cortlandt st.,j N. Y. 
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RHODE ISLAND LOCOMOTIVE WORKS, aa 

W. S. SLATER. PROVIDENCE, RHODE ISLAND. E. P. MASON. 
Preside. t. Treasure). 


B. W. HEALEY. 
Sup’t and 


Gen’l Manawer. 








W. H. FENNER, 
Secretarv and 


Ass’t Treasurer, 

















439 ALBANY STREET, BOSTON, 


MANUFACTURE 


LOCOMOTIVE ENGINES AND TENDERS, 
BOILERS AND TANKS, 


Gun Metal and Common Iron Castings, Brass and Composition 
Castings. 


LOCOMOTIVES AND BOILERS REPAIRED. 


‘a= Sole m-.utacturers ot the “ HINKLEY PATENT BOILER.” All orders will be executed with 


dispatch. 
ADAMS AYER, Pres't. FP, L. BULLARD, Treas. H. L. LEAOH, 8up't. 





Schenectady Locomotive Works, 











SCHENECTADY, N. Y. 
JOHN O.ELLIS, Pres, OHAS.G, ELLIS Treas, WALTER MoQUEEN, Supt, 


———— —_———— Oo - 


3S3 ae _ aaa = 


\ 

' 
«» sa ee 
° 


at 





5 G8 cocks, Sue dent. 
et T, Vioe-Presidant, 
4. J. BIXBY, Seo’y and Treasurer, | PATBB8ON, N. J. 


JAMES 8 COOKE, | Femeakan on mtg New York 1 Dfiloe, 52 Wall &t. 


LEN, AGENT. 








MASON MACHINE WORKS. 


TAUNTON, MASS. 








WM. H. BENT, Treas. 
BUILDERS OF ALL KINDS OF 
LOCOMOTIVE 
INCLUDING DOUBLE-TRUCK LOCOMOTIVES FOR WIDE OR eed RAILROADS, 
480 ALL KINDS OF OUOLTON MA HINERY. 


WM. MASON, Prest, FRED’K. MASON, Agent. 











BALDWIN LOCOMOTIVE WORKS, 


| BALDWIN 
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SBURNHAM, PARRY, ; Wine & 00, Philadelohia, 
LOCOMOTIVE ENGINES. 
Especially Adapted to Every Vaz iets of Railroad Service, including 


Mining Engines and Locomotives for Narrow-Gauge Railways. 


All york aceurately fitted to gauges, and thoroughly interchangeable. Plan, Materials, Work- 
mansh.p, Finish and patter fudly guarantwed. 


GEO. BURNHAM CHAS. PARRY. WM. P. HENSZEY. 
EDWARD H. WILLIAMS, EDW. LONGSTRETH. JOHN H. CONVERSE. 


PITTSBURGH LOCOMOTIVE & CAR WORKS, 


PITTSBURGH, PA. 

















MANUFACTURERS OF 
LOCOMOTIVE ENGINES FOR BROAD OR NARROW GAUGE ROADS. 
From standard designs, or according to specifications, to suit purchasers. 


Tanks, Locomotive a! Stationary Boilers furnished at Short Notice. 
D. A, Stewart, Pres’t. . A. Durer, om WILson en Sec. and Treas, 


‘Taunton Locomotive Manufacturi ing Co, 





|ESTABLISHED iN 1846.) HARRISON TWELKD, Treas 


TAUNTON, MASS. 


P. Il. PERRIN, Supt. 











Tiaxohicartes Lissouictive W orks, 
















MANUFACTURERS OF LOCOMOTIVE ENGINES 


All work accurately fitted to gauges. ll parts duplicates and puaranteed of best material and work: 


manship. JOHN A. BURNHAM, 
ARETAS BLOOD, Agent, Manchester, N. H. 




















WM. G. IMBANS, ‘Treae., Boston, meet 
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